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Caum’s Combination Buffer and Draw-bars. 

The accompanying engraving illustrates an invention made 

by Mr. E. L. Caum, of Patterson, Pa., and patented by him 
December 8, 1867. (No. 71,580.) In his specifications Mr. 

Caum describes his invention as follows, the figure referred to | 


being a view of the under side of a car with the invention ap- 
plied : 


“‘The invention consists of a novel method of combining the 
draught-rods with the bumpers and a buffing apparatus, where- 
by to prevent the injurious slacks and strains to which the cars 
are subjected under the common mode of construction. 

‘““AA are parallel draught-rods, sitaated at either end of 
the center plates, B’ B’, which receive the king-bolts to con- 
nect the coach or car to the truck. These draught-rods may 
pass through apertures in the frame-work, B, of the truck, and 
are thus guided in rectilinear paths during the longitudinal slid- 
ing motion which they receive. They may also be supported, and 
prevented from sagging at the center, Oy a hanger depending 
from, or a staple inserted into the under side of the truck ; 
and, for convenience in applying them to the car, each 
draught-rod may be made iu two parts, to be attached together 
at the center of the car bya bolt-and-jaw connection, or 
otherwise. At one end the rods A are provided with nuts or 
heads, a, and upon their opposite ends are cut screw-threads, 
for the reception of the nuts by means of which the said rods 
are confined within and adjusted in relation tothe couplin 
plates OC. The rods J usually make 1} inch in diameter, an 





depariment of a railroad was drawn up by Mr. John M. 





the parts upon which the nute are fitted 1jinch in diameter. 
These dimensions, however, are of course varied according to 
the weight to be drawn. The holes inthe plates through 
which the ends of the rods A pass, are sufficiently large to per- 
mit said plates to move or play freely therein. DD are the 
bumpers, arranged to slide in grooves at the ends of tle 


























Sontribufions. 





Organization of a Railroad Supply Department. 





[The following plan for the organization of the supply 


Goodwin, C. E., as a report to the manager of an impor- 
tant railroad, on which the plan described has since been 
substantially adoptcd, we believe.—Epitor RarLRoap 
GAZETTE :] 

It is obvious that an efficient, judicious and honest ad- 
ministration of the affairs of the supply department of railway 
service is of the highest importance. 

An efficient administration would secure the filling of all 
proper requisitions with promptness and certainty, so that 
delays and deficiencies that might cause damage would not 
occur. 7 

A judicious administration wouldrefuse to fill ill-timed, im- 
provident and otherwise objectionable requisitions, and an 
honest conduct of affairs would seck the establishment of a 
system of checks under which peculation would be impossi- 
ble. 

At your suggestion I have attempted to devise a plan for the 
government of the supply department of the line under your 
management, the features of which are hereinafter given. It 
will be well before considering that plan to notice the points 
wherein the existing mode of doing the business in question is 
defective or mischievous. 

Attached hereto is the form now used tor requisitions on the 
supply department. The instructions printed thereon stipu- 
late: 

ist. That “requisitions will be drawn only by heads of depart- 





ments or such officers as they shall designate.” ‘‘Officers” 
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gross iron screws ; 57 kegs nails, assorted sizes, and 1,100 car- 
wheels (with 130 on hand). 

III. The printed instructions further require that the 
** quality, make, kind, size or pattern” of the things ordered 
be stated, but in practice this is only imperfectly done. 

IV. The instructions do not require an explicit statement of 
the use to which the supplies are to be put, and a Division 
Superintendent, consolidating into one requisition the list of 
articles wanted for his entire division, heads his ower, ‘“‘ Arti- 
cles to be forwarded to sundry places,” and calls for large quan- 
tities of material, without giving any intimation as to where 
they are to be used. As an instance of this, the requisition of 
the Superintendent of the Division, for the current 
month, calls for 60 kegs cut nails, 4 dozen Arnold’s copying 
ink, 6 dozen red ink and 9 boxes window glass, as well as many 
other things, without specifying where they are to be used. 
He also calls for 250 kegs railroad spikes (having 25 on hand) 
and 50 kegs track bolts. He should be required to state ex- 
plicitly what he wants these things for. The examiner of the 
requisition just quoted readily understands that railroad spikes 
and nails, and so forth, are inevitably expended in the business 
of the road, but he has no means, under the present system, 
of determining whether 200 kegs of spikes would not be an 
ample supply where 250 kegs are ordered. 

Beside the consolidated requisitions, such as that just 
quoted, division superintendents often make orders for goods 


to be sent direct to some specially designated person, as a sta- 
tion agent, for instance, 





V. When a requisition is drawn up by the authorized “head 
of a department ” it is forwarded to the Supply Agent, who 
passes it to the examining or auditing committee. This com- 
mittee, having approved it, pass it back to the Supply Agent. 
This officer then makes orders for the several articles required, 
sending them to such dealers in those articles as he may 


CAUM’S COMBINATION BUFFER AND DRAW-RARS. 


frame. B, and FE are what may be termed draw- 
bars, united to and rigidly projecting from the respective 
bumpers DD. Each of these draw-bars HE Passes through a 
hole in the middle of its corresponding plate C, and through 
another hole in the plate F, and the draw-bars E£ are held 
therein by a head, nut or key, as may be convenient. The mo- 
tion of the plates Cand F is limited in one direction by the 
spring G, when fully contracted, and in the opposite direction 
by theirrespective abutments. They are held in working posi- 
tion by the guides ff. About each draw-bar E there is coiled 
a spring, G, whose opposite ends abut against the movable 
plates Cand F. The bumpers B are connected to those of the 
adjacent cars or coaches by links and pins in the customary 
manner. 

“The above described method of coupling the bumpers, 
draw-bars, draught-rods and buffing apparatus possesses pecu- 
liar and important advantages, and effectually subserves the ob- 
jects which have not hitherto been obtained. 


“The application of springs to the running gear, to avoid 
shocks, is not regarded as a new expedient; but antecedent 
devices of this character are either liable to the objection that 
they subject the framework to injurious strain in the act of 
drawing the cars, or expose the draught-rods to constant lia- 
bility to jamming and bending when the cars come together, or 
they involve those injurious characteristics jointly. Now, with 
my improved draught apparatus, it will be perceived that, in 
use; the frame is not subjected to strain by applying, at or near 
one end of the car, the draught or drawing power required to 
move the car (as is commonly the case); that the cars are not 
iable to undue shocks in starting, stopping and coming to- 
gether, and that the draught-rods, A A,: re not liable to be bent 
or jammed by force — to their opposite ends when two or 
more cars are brought together. us, when one of the 
bumpers, D, together with its draw-bar, FZ, is 
forward by the engine, the power is not imme- 
diately transmitted to that end of the car, but the 
rods AA, and rear plate C, and foremost plate F are drawn 
forward, contracting the springs GG, and gradually applying 
the power to the abutment at the end of the car opposite to 
that where the draught is epplied to the forward bumper. In 
this way the car is moved by a pushing action, or, in other 
words, impelled from the rear, which entirely obviates the dis- 
memberment or injury which the former undergoes when 
pulled at the forward end, as is commonly practiced. In back- 
ing the same advantage arises, from the fact that the cars are 
likewise pushed or impelled from the front. The cars which 
are coupled with and string behind the forward car are 
drawn entirely by the draught apparatus, and none of the 
weight or strain involved in drawing them is appreciated by 
the forward car. When the cars come together the yielding 
bumpers D transfer the force to the spring A’, and the plates U 
slide back upon the rods A, which are not subject to any 
bumping or jamming action whatever, said rods being shorter 
than the car frame.” 


drawn 


Mr. W. D. Moore, of Wilkesbarre, Pa., is the agent for the 
introduction of this invention. 








—At the annual meeting of the Vermont Valley Railroad 
Company, at Bellows’ Falls, Vt., July 21, the following direc- 
tors were elected: S. M. Waite, F. A. Nash, William H. Rock- 
well, Jr., Brattleboro, Vt.; Frederick ——_ Woodstock, Vt.; 
D. L. Harris, Springfield, Mass.; W. P. Burrill, Hartford, Conn.; 
Gouverneur Morris, Morrisania, N. Y. The board elected 
officers as follows: President, Gouverneur Morris; Vice-Presi- 
dent, 8S. M. Waite; Treasurer and Clerk, F. A. Nash; Solici- 
tors, Field & Taylor, of Brattleboro. The legality of the meet- 
ing and election is to be contested. 





thus “designated” are of course considered as acting in the 
place of those who so designate them. 

I. As only heads of departments sign requisitions, the in- 
evitable result of the pressure of official position is a disincli- 
nation, on the part of the person or board whose duty it is to 
criticise requisitions, to cut down or to refuse to fill a requisi- 
tion drawn by an officer who, because of his holding his posi- 
tion, must be supposed to know what is needed in his depart- 
ment, unless, indeed, such person or board has, through per- 
sonal inspection and practical knowledge, a competent intimacy 
with the wants of the department on account of which the re- 
quisition is made, and has at hand the data from a considera- 
tion of which the deduction is inevitable that the requisition is 
not judiciously drawn. 

This disinclination must result in the formal approval by the 
examining board, as now constituted, of many requisitions 
that should be modified. 

And the head of a department, say, for instance, a Division 
Superintendent, stands in many cases in a relation to the 
trackmaster, master carpenter or station agent on his division, 
who makes the original demand for supplies, very similar to 
that occupied Ly the examining board in regard to the Divi- 
sion Superintendent; he is not personally familiar with the de- 
tails of the wants of his trackmaster, carpenter or agent; he 
knows that the trackman wants spikes and that the carpenter 
wants nails, but he cannot say just how many kegs of spikes or 
nails are needed; his duties are many, and of many kinds, and 
he cannot keep “‘ up”’ in all the minor details. He hesitates to 
reduce the amounts in a requisition, even when they appear to 
him large, for the same reasons that influence the board 
of examiners at headquarters. 

The printed instructions specify, 2d, That requisitions 
‘* will be forwarded on the first of each month, and at no other 
time during the month unless unavoidable.” 

II. In ordering supplies once a month, the person making a 
requisition, with a view of getting enough to last him through 
the month, generally asks for more than he actually needs ; 
and, getting it unnecessarily large, is spt to be lavish in ex- 
penditure. The percentage of unnecessary expenditure is 
greater at points where small quantities of material are used 
than at places where large amounts are legitimately consumed, 
but the tendency exists in all cases. 

Under the rule just quoted the road lays in at one time a 
full month’s supply of material, costing many thousands of 
dollars, and assumes the risks of breakage, leakage and loss at- 
tending the storage of the same, in places many of which are 
exposed to danger from fire. 

As an example of the amounts of goods ordered at one time 
under the foregoing rule, I cite the requisition of the 

car shops for the current month, which calls for, among 
other things, 230,000 feet of lin., 1jin..and 1in. pine lumber; 
5,000 gallons oil and 6,000 Ibs. waste (with 1,750 gallons oil and 





700 lbs. waste on hand) ; 58 tons extra refined merchant iron 
with 7 tons on hand) ; 34,000 (car) bolts; 69 dozen files; 250 


select. The forms are bound in a book. A stub duplicate of 
each is retained in the book. The dealer receiving the order 
ships the goods as directed, taking shipping receipts from the 
railroad company. He then makes original and duplicate bills 
of the goods, placing on them the designating number of the 
Supply Agent’s order, and sends them to the Supply Agent with 
the shipping receipt. The Supply Agent then compares the 
bills and receipts thus rendered with the “stub” in the book 
aforesaid, and examines prices by comparison with price-lists, 
and, finding everything’ correct, “‘ passes” the bill, which is 
then entered in a journal which contains a separate account for 
each person authorized to sign requisitions. The duplicate bill 
is then attached to a form of invoice and forwarded to the per- 
son to whom the goods have been shipped. 

On receipt of the goods and this invoice, the consignee com- 
pares the two and returns invoice to Supply Agent, with note of 
any variations or deficiencies in quantities or quality. At the 
close of the business of the month, the journal is footed up 
and compared with the totals of the respective invoices, and 
the invoices are sept to the persons who have received the 
goods, accompanied by a form of certificate, upon which is 
shown the entire business done with each such person, re- 
spectively, during the month. Notwithstanding the rule 
restricting each person to one requisition per month, the ex- 
igencies of the service ot the road often make it necessary for 
an officer to draw several requisitions during a month, and 
this certificate gives a recapitulation of the several invoices 
corresponding with the several requisitions. 

The certificate, being signed by the officer who has received 
the supplies and under whose direction they have been used, is 
returned to the Supply Agent with a distribution of expenditure 
indorsed thereon. 

The Supply Agent sends monthly to the Auditor a statement 
of the total purchases and distributions on requisitions, and 
with this statement sends the certificates aforesaid, which 
should agree with the statements of distributions. The bal- 
ance should show the stock in the supply store. 

The originals of the bills of goods purchased are attached to 
voucher forms, and those vouchers having been recorded in 
supply office and approved by auditing committee, are sent to 
the Treasurer for payment, the supply office taking receipt of 
Treasurer for them. 

In addition to the montbly statement of total purchases and 
distributions on requisitions, a statement giving each voucher 
copied in detail is sent by the supply office to the Auditor. 

VI. To recapitulate: the herein suggested objections to the 
system now in force in the supply statement are : 

1. That only heads of departments sign requisitions. 

2. That, under the rule, requisitions are made in advance to 
cover all supplies estimated to be needed for a month. 

3. That persons drawing reqnisitions are not required to ex- 
plicitly describe the things they need, nor to explicitly state the 
use to which the articles ordered are to be applied. 

4. That the Supply Agent receives the requisitions direct 
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from the drawers and before they are examined by board of 
audit” and subsequently has custody of the original requisi- 
tions. 

5. That requisitions are approved and ordered filled without 
a sufficiently close examination into the question of the expedi- 
ency or necessity of the issue of the supplies called for. 

6. That the Supply Agent is not specifically restricted in his 
selection of the parties from whom to purchase supplies. 

7. That “stub” copies instead of press copies of orders are 
made. 

8. That the inspection of goods shipped by dealers direct 
from their stores to points on the railway is insufficient, and 
that no invoice accompanies the goods to their destination. 

9. That the “distribution of expenditure” (as per indorse- 
ment on form of certificate) is made by the head of depart- 
ment who orders supplies and whose subordinates expend 
them. 

VILL. In a reconstruction’ of the supply department that 
would eliminate the above objectionable features, the following 
provisions would be made: 

1. That requisitions be drawn and signed by the persons 
under whose immediate charge and control the material called 
for is to be expended, that is to say, conductors, station agents, 
trackmasters, foremenin charge (standing in the position of 
military officers, of whatever rank on duty in charge of de- 
tached posts: a “shop” has several detached shops; each de- 
tached shop could be a “post” in the above sense) and heads of 
office. 

Under this rule a Division Superintendent would make requi- 
sition for only what he wanted for use in his own office, 
unless indeed he were in special charge of some work usually 
attended to by a track-master, master carpenter on buildings, 
station agent or other subordinate. 

A head of department would in like manner make requisition 
for supplies only for his own office. Passage tickets, as being 
youchers for money, are not looked upon as supplies in this 
connection. ; 

Each person signing a requisition would also sign certificate 
upon honor that the things ordered “‘are essential to the 
proper and economical conduct of the business of the road.” 

The object of this arrangement is to brivg into the general 
office the evidence of the origio of the order of goods. The in- 

_ dorsements on the original requisition, hereinafter provided 
for, would serve as cumulative evidence of the propriety of the 
order, or as suggestions toward a proper modification of the 
same. 

And here let us follow the requisition. to the hands of the 
person or board whose duty it will be to scrutinize each item in 
it, and, if satisfied that it is properly drawn, to approve it. 

The requisition ,having been drawn, signed and certified, as 
specified, would be forwarded to the officer at the head of the 
department in which it originated; this officer would thor- 
oughly inform himself as to its purport, and indorse on it any 
remarks as to its character that he might see fit to make, and, 
after signing a certificate printed on the form, to the effect 
that he “‘has examined and recorded the accompanying re- 
quisition,” would record the requisition and his remarks afore- 
said ina proper book kept for the purpose, and forward the origi- 
nal paper, direct, to the person or board appointed to “ audit it.’ 
We will presently take it up again at this point, turning now 
to the provisions of the reorganization, viz. : 

2. That requisitions be made as the supplies are wanted, 
care being taken to maintain an equable, sufficient working 
stock, and to avoid accumulating unneceasarily large amounts 
of material. 

3. That persons drawing requisitions be required to fuliy 
and explicitly describe the things they need, and to give full 
and explicit information concerning the use to which they are 
intended to be applied; and, furthermore, that all persons 
signing requisitions shall write out, in full, their names and of- 
ficial or other designation, and the name of the station or place 
at which it is desired to have the goods or material delivered. 

4. That (as aforesaid) requisitions be forwarded, direct, to 
the person or board appointed to examine and “audit” the 
same, and that the original requisitious remain with said per- 
son or board. 

5. That for the purpose of affording to the board of audit a 
ready means of information concerning the condition and ne- 
cessities of the several stations and shops, and of the tiack, 
bridges, buildings and equipment of the road, the officer at the 
head of the Bureau of Inspection and Statistics be ex officio a 
member of said board; and that, reciprocally, to enable him 
more readily to compile the statistical tables relating to sup- 
plies, sil offisar have charge of the clerical force of the 
board of audit. 

6. That in order to secure to the railway company the most 
favorable prices and terms in purchasing supplies, the Presi- 
dent of the company advertise, from time to time, for propo- 
sals for furnishing, on the orders of the Supply Agent, goods 
of the several kinds in use on the road, and contracts being 
made with the parties submitting the most favorable bids, that 
the Supply Agent be instructed to draw his orders on those 
parties. 

No expensive advertisements would be necessary, as the list 
of goods, in classes, would be prepared in the company’s print- 
ing office and sent to applicants. 

7. That a revision of the forms now in use be made..- 

8. That dealers bidding, as per provision 6, when awarded 
contracts be required to furnish a sample of each article in the 
classes covered by their contracts; such samples to be sealed 
by an inspector in the employ of the railway company, and to 
be held by the dealers open to examination by such inspector 
at any time that he may need to compare them with articles 
furnished ; also to send a full and clear invoice with each lot 
of goods shipped to the company. 

9. That the “distribution of expenditure” be made by the 
audit office of the supply department from the information 
contained in the requisitions, and no requisition be approved 





that does not furnish the information necessary for making 
such distribution. As the matter is nowarranged it is possible 
for a party so minded to render an entirely illusory account. 

We will now take up the requisition at the point where it was 
left, 7. ¢., at its delivery into the hands of the board of audit. 

The board, after the system proposed here has been in oper- 
ation a month or two, and after proper statistics, derived from 
inventories and inspections, have been collected, will have at 
hand ample information from which to form opinions concern- 
ing the character of requisitions. 

Basing their opinions upon this information, they will ex- 
amine and modify or approve the requisitions as may be deemed 
best for the interest of the road. 

The original requisition, having been approved as drawn, 
will be numbered and have indorsed upon it the proper memo- 
randa for distribution of expenditure. 

A letter will then be addressed to the Supply Agent to this 
effect : 


‘OFFICE OF BOARD OF AUDIT OF REQUISITIONS, } 
1873. | 
> 








To A. B., Supply Agent: 

“Sir: You will please order for the use of the company the 
articles specified below, to be forwarded to John Doe, Station 
Agent at station, to fill requisition No. 317, on file in this 
office. Per order of the Board of Audit of Requ:sitions. 

‘* RicHARD Dok (one of the Board of Audit).” 

A press copy of this letter will be made and kept in audit 
office and the letter sent to the Supply Agent (the original re- 
quisition being carefully filed in audit office), and the Supply 
Agent will then, under provisions 6, 7 and 8 of this scheme, pro- 
ceed to fill the order. 

In case it is necessary to modify a requisition, the Board of 
Audit will (through the head of the department in which the 
same originated, who has a transcript of the same in his pos- 
session) make such inquiry into the facts in the case as may 
seem to them proper, and if a modification of the requisition is 
finally decided upon, the said head of department will be ad- 
vised of the modification made, and will, in turn, inform the 
drawer of the requisition of the modification, and of the reasons 
given for the same, and will, by advice, admonition, or other- 
wise, endeavor to prevent the making of injudicious or unneces- 
sary requisitions. 

This direct connection of the more remote branches of the 
service of the road with the supreme authority at head- 
quarters, in this as in other departments, isin my view es- 
sential. 

The Supply Agent having filled out the order on the dealer 
for the goods called for by the letter of the board of audit, will 
retain press copy of the same, and will also forward to John 
Doe, who is to receive the goods, an invoice of the things 
ordered, on the back of which invoice will be printed a form of 
receipt, which, after receiving the corresponding goods, John 
Doe will sign and return to the Supply Agent. 

In case of shortage, breakage or deficiertcies in quality, these 
will be noticed in full on said receipt, and the matter adjusted 
by the Supply Agent as now done, with the addition of compari- 
sons of goods with samples if necessary. 

In the office ot the Supply Agent separate accounts are now 
kept only with those officers (heads of departments) authorized 
to sign requisitions, and as before specified each such officer 
makes his own ‘ distribution of expenditure ;” hence arises the 
objection (9th) made before. 

Under reorganization, accounts would be opened in the Sup- 
ply Agent's office with each station-agent, track-master, fore- 
man of shops, etc., and the monthly statements of the supply 
department would show details where now they show only ag- 
gregates, inasmuch as they would give us the amounts supplied 
to each station, shop, division of track, etc., instead of the 
gross amount supplied to a head of department. 





At the close of each month’s business the Supply Agent would 
make his detailed statement aforesaid, and submit it with his 
vouchers (dealers’ bills) to the board of audit. 


That board would compare statements and vouchers with the 
books in their office, and (to check prices) with existing con- 
tracts. Then, referring to the original requisition, they would 
‘distribute ” the “expenditure,” and, everything being found 
correct, they would pass the statement to the company’s Audi- 
tor, having gathered from them in their passage all the statis- 
tical information to be derived from them, the head of the 
Bureau of Inspection and Statistics being, as before specified, 
in charge of the clerical force of the board and attending to the 
compilation of such matters. 


I am informed that experience has shown that it is desirable 
to keep a supply of certain goods on hand in the supply-store. 
For these goods the Supply Agent would make requisition in 
same form as any other agent; the head of his department 
would be the board of audit of the supply department. 


The transfer of supplies and articles manufactured in the 
company’s shops from those shops to other departments of the 
road is now carried on by a method treating the shops from 
which the articles are taken much as if they were “‘dealers” 
selling their goods to the company’s Supply Agent, who, con- 
structively, receives them into his store and thence issues them 
to the other shop or department where they are needed, the 
supplying shop being credited and the receiving shop charged 
with the value of the goods. Such transfers should be made 
entirely as if the supplying shop was a “ dealer,” in which case 
the value of the manufactures or articles supplied would show 
as earnings of the shop supplying them. 

When empty barrels, scraps or other material is sold from a 
shop or department of the road, a “collection voucher” ig 
made and sent to company’s Auditor, who charges supply de- 
partment, and when the money for the goods is paid, by the 
purchaser, to the Treasurer of the company, the amount is 
credited to the supply department. 

I do not learn that any ‘‘audit” of these collection vouchers 
is made, further than as above stated. 

The sale of old or other material belonging to the road 





should be made only upon order of the President, and under 
his direction. 

The success of the plan here proposed will depend largely on 
the efficiency of the Bureau of Inspection and Statistics, the 
organization of which has been suggested in former communi- 
cations, 








Railroad Inspection and Inspectors. 





To THE EpiTor oF THE RAILROAD GAZETTE : 

In your issue of 19th July, just to hand, you reproduce a 
letter said to have been written a year ago to a prominent 
Western manager by Mr. J. M. Goodwin, in which he advocates 
“the introduction of something new” into railroad manage- 
ment, to wit: A system of inspection. Possibly this idea was 
original with Mr. Goodwin, but ifin January, 1872, he was a 
reader of the Rar~roap GazettE, he probably in the 
issue of January 27 read as follows, under the heading: ‘‘ Notes 
on the Management and Discipline of American Railroads. By a 
Hindoo:” ‘In India on the line I served, the manager had a 
staff of inspectors continually traveling over the line, some with 
special objects in view, some with no special aim ; but all taking 
notes, They were ubiquitous. No one could tell when one 
might not appear ; no man neglecting his duty felt safe ; every 
man doing good service felt he was not unnoticed. These in- 
spectors, of which corps the writer was a member, were ex- 
pected to know thoroughly the policy of the manager, the lia- 
bilities and engagements of the company ; they were expected 
to have at their fingers’ ends all the rules and regulations 
of the company. They inquired on the spot into all com- 
plaints, and made full reports, showing who was to 


blame. They investigated on the spot of its occurrence 
every accident, for which purpose they had power to 
compel the attendance of avy one who could throw 


light on it. Periodically they inspected stations, having printed 
forms of report to fillin. Their supervision extended to every 
department and left no corner unsearched. They differed trom 
assistant superintendents in that the inspectors wielded no ex- 
ecutive power; the assistants did. Wherever the inspector 
saw carelessness or willfulness he reported the case direct to 
the manager. Where he saw ignorance, he instructed, being 
always able to quote ‘chapter and page.’ Where he saw gross 
stupidity and unteachableness, he reported accordingly. These 
informations filed in the court of the managers were never 
acted upon ex parte. Invariably both sides were heard, and so 
noi njustice was done.” 

If Mr. Goodwin had not read my article when he addressed 
Messrs. Watson and Hatch, the coincidence is remarkable. 

No road can be efficiently managed without a system of in- 
spection, in this country more especially, where we find so 
many generai managers and superintendents who know as near 
nothing as possible of the details of railroad management, and 
have no time to study the principles of it. 

Yours truly, HInpdoo, 

[Mr. Goodwin, we believe, had not been accustomed 
to read the RaILRoaD GAZETTE until about a year ago. 
That a system of inspection should have suggested itself 
to him will not seem in the least strange to those who 
know him and know how fruitful his mind is, and long 
has been, in plans for improvements in organization and 
working, and how lars;ely for years he has been engaged 
in duties which virtually embraced inspections, though 
not often called by that name. The dea of inspection 
can hardly have failed to occur to any raiJroad man in 
the least familiar with army organization, and inspection 
in a more or less formal and systematic manner is p:ac- 
ticed on most railroads. What is needed is the organiza- 
tion of a regular system of inspection and a better appre- 
ciation of its value. ‘‘Hindoo’s” relation of his Indian 
experience and description of the Indian system, and 
Mr. Goodwin’s plans and American experience and 
reports have doubtless done something (and both, we 
hore, are destined to do more) to supply this néed.— 
EDITOR RAILROAD GAZETTE |] 








To Measure a Line which Cannot be Chained. 





To THE Epiror oF THE RAILROAD GAZETTE: 
In last week’s number of the Gazerrr I notice a somewhat 
complicated mode of triangulating across a stream. i 
My method is to first establish a point on the opposite side 
of the stream on the center line at any convenient point ; then 
with the transit locate a point perpendicular toa known point 
on the center line over which the instrument must be set; 
then deflect from the perpendicular line io point on center line 
on opposite side of stream, note the deflection and turn back 
from perpendicular the same deflection, and measure with tape 
orchain. The distance across the stream must necessarily be 
equal, A. K. Harvey, 
Resident Eng., Newark, Delaware & Northwestern Railway. 
GamBieER, Ohio, July 24, 1873. 








Meeting of Railroad Managers at St. Louis. 











An adjourned meeting of managers and general ticket agents 
was held at the Southern Hotel, St. Louis, July 24. Delegates 
were present from the Chicago & Alton, Atlantic & Pacific, St. 
Louis, Kansas City & Northern, Hannibal & St. Joseph, Leaven- 
worth, Lawrence & Galveston, International & Great Northern, 
Mississippi Valley & Western, Rockford, Rock Island & St. 
Louis, St. Louis & Iron Mountain, St. Louis & Southeastern, 
Ohio & Mississippi, Indianapolis, Bloomington & Western, St. 
Louis, Vandalia, Terre Haute & Indianapolis, Cairo & Vin- 
cennes, Indianapolis & St. Louis, Houston & Texas Central and 
Kansas City, St, Joseph & Coyucil Bluffs companies. The Kan- 
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sas Pacific, Atchison, Topeka & Santa Fe, Missouri, Kansas & 
Texas and Chicago, Burlington & Quincy were represented by 
letter or telegram. Mr. J. C. McMullin, of the Chicago & Alton, 
was Chairman, andC. B. Peck, of the Leavenworth, Lawrence 
& Galveston, Secretary of the meeting. The committee on re- 
solutions reported the following resolutions and agreement, 
which were adopted : 7 


Resolved, That from and after the first day of August, 1873, 
the whole system of issuing free passes over and upon the 
roads represented at this meeting, shall be abolished and dis- 
continued, and that after that date no free passes or clergy- 
man’s half-fare tickets, or other tickets, for which regular pas- 
senger fare is not paid, shall be issued, directly or indirectly, in 
any form, by any railroad company here represented, or its 
agents, over its road, or any part of the same, to any person or 
persons, or for any purpose whatsoever ; but that, aside irom 
the officers, agents or employees of said railroad companies, 
while traveling on their own road, and while employed in the 
service of their own respective companies, all persons and 
classes of Frye shall alike be required to pay the usual and 
established fare, except as hereinafter provided. 

1. This agreement shall not extend to cases in which any of 
the companies signing this agreement are bound to issue passes 
by virtue of leases or by existing written contracts. 

2. It is understood that to constitute an — ee entitled to 
the privilege of passes under this agreement, the person em- 
ployed shall receive a regular salary on the pay-rolls of the 
company. 

3. ‘hat all passes and half-fare permits which have beenis- 
sued prior to this date, may remain ontstanding avd in force till 
the 3lst day of December next, unless they sooner expire ; but 
none to be renewed or others issued. 

4. In case avy complaint or violation of the provisions of 
the foregoing resolution or agreement shall arise between the 
parties hereto, the same shall be referred to a board of three 
arbitrators to be nominated by the chairman at this meeting, 
and confirmed by a vote of the convention; and said arbitrators 
may pass upon such complaint, and their decision shall be 
binding unless appealed trom by the party or parties —. 
ed; and in such case a meeting of representatives of all the 
lines parties hereto shall be held, at which meeting such com- 
plaints shall be submitted for final action. 

The arbitrators may at their discretion require answers under 

oath. In case of absence or failure to avt ot one of the arbitra- 
tors, the other two may select a third and disinterested party, 
who shall be the president or superintendent of one of the 
roads parties hereto. 
5. The Board of arbitrators appointed shall consist of the 
following named persons: Robert £. Carr, Presideat; Thomas 
Allen, of the Iron Mouutain Railroad, and J. F. Barnard, of the 
Kansas City, St. Joe & Council Bluffs Railroad. 

6. This agreement to take effect August 1, 1873. , 

The agreement was signed as follows, the several companies 
agreeing with each other “to keep strictly, to observe, main- 
tain and carry into effect the provisions of the foregoing reso- 
lutions to their full m+aning and intent :” 

Chicago & Alton Rvilroad, by J. C. McMullin, General Super- 
intendent ; St. Louis, Kansas City & Northern Railway, by W. 
C. Van Horn, General Superintendent; Hannibal and St. Jos- 
eph Railroad, by O. 8S. Lyford, General Superintendent; Atian- 
tic aud Pacific Railroad Company, by E. H. Goodrich, Assistant 
General Superintendent ; Leavenworth, Lawrence & Galveston 
Railroad Company, by Charles B. Peck, Acting Superintendent. 

On motion, O. 8. Lyford, of the Hannibal & St. Joseph Rail- 
road, was appointed delegate to visit roads west of the Missis- 
sippi River and obtain signatures to the agreement. 

The meeting then adjourned. 








OLD AND NEW ROADS. 
Missouri River, Fort Scott & Gulf. 


Steel rails are to be laid on this road from Kansas City, Mo., 
to Olathe, Kan., 21 miles. This section of road is used also by 
the Leavenworth, Lawrence & Galveston road. 


Wisconsin Midland. 


. 

It has been proposed to make this projected line (formerly 
the Oshkosh & Mississippi) a narrow-gauge road. The sub- 
ject is pow under discussion. The road 1s to extend frum Osh- 
kosh, Wis., southwest to Dubuque, Ia. From Oshkosh to 
Ripon, 20 miles, it has been completed sometime, and is worked 
by the Milwaukee & St. Paul Company. 


Southern Minnesota. 

Minnesota papers report that surveys are being made for the 
extension of this road tothe western line of the State. The 
line surveyed crosses the Sioux City & St. Paul at Wilder's, 
and runs thence direct to Graham Lake in Noble County. 


Taxing Railroad Land Grants in Michigan. 

The izst Legislature of Michigan passed an act making the 
lands held by railroad companies under grants from the Gen- 
eral Government subject to taxation. Heretofore these lands 
have been exempt from all but special taxes imposed by the 
Government until they passed into the hands of purchasers. 
The different land-grant companies of the State have combined 
to contest this law. In order to make a test case, the Flint & 
Pere Marquette Company has applied to the United States Cir- 
cuit Court at Detroit for an injunction to restrain the Super- 
visors of Osceola County from levying a tax on lands held by 
the company in that county. 

It is claimed on the part of the railrgad companies that the 
grant from the United States to the State of these lands for 
railroad purposes vested the State with a trust est-te, and the 
State did not become absolute owner of the lands. The only 
use the State could make of them was to confer the lands on 
some railroad company, or itself sell the lands and confer the 
proceeds on a railroad company, to be used in constructing the 
railroad. The State elected to pass the lands over to the rail- 
road companies rather than the proceeds, and it is claimed on 
the part of the railroads, that the State agreed, in passing the 
lands over to the railroad companies, that the companies (each 
company) should be taxed in the same manner and at the same 
rate only, as other companies organized under the general rail- 
road law. 

Another point is made, that even if this were not so the gen- 
eral railroad law of 1871 is itself a contract, exempting these 
lands for a limited period, which has not yet expired. 

Another claim is that, under the constitutional provisions of 
the State, railroad companies can only be taxed by a specific 
tax, and that the money, when such tax is paid, is specially ap- 
propriated for educational purposes, and for that reason it 1s 
not competent for the Legislature to change the mode of taxa- 





tion so as to have the money, when paid, for other purposes. 
The companies interested in this case are the Grand Rapids 

& Indiana, the Jackson, Lansing & Saginaw, the uette, 

Houghton & Ontonagon, Chicago & Northwestern and Flint & 


Pere Marquette. 


Atlantic & Great West 

English papers of the 12th have the advertisement of this 
company offering at 94 an issue of $7,600,000 of 8 per cent. 
‘““ Western Extension certificates ” secured by the deposit with 
trustees in London of 76,000 shares of the Cleveland, Colum- 
bus, Cincinnati & Indianapolis Railway Company. and of 152,- 
000 ‘shares ($50 each) of the Atlantic & Great Western. The 
capital stock of the company is $14,991,275, and for these 


76,000 shares, forming a clear majority, the Atlantic & Great 
Western has made provisional ments. Heretofore these 
*shures have had 7 per cent. dividends, at least, but the amount 
is now one-third more than it was in 1870. The last quotations 
for the stock were about 86 currency or about 74 gold. On the 
date of the advertisement the Atlantic & Great Western shares 
were quoted at 12 in gold in London, so that the shares which 
are to serve as security for the £94 invested in a certificate 
could be bought for about £86. These certificates can be ex- 
changed July, 1, 1876, for the shares of the Cleveland Company. 
Erie and Atlantic & Great Western security-holders have the 
preference in the allotment of the shares. 


Mississippi Valley & Ship Island. 
Tne Vicksburg (Miss.) Herald says that this company has 


purchased 600 tons of iron, a locomotive and construction train, 
and the work of tracklaying will soon be commenced. 
Union Pacific. . 

The report ofthe Land Department for the month of Juve 
shows sales during the month of 10,712.57 acres for $53,198.49, 
an average of $4.96 per acre. The total sales of land up to 
June 30, 1873, have been 736,045.14 acres for $3,171,818.30, an 
average of $4.30 per acre. The company still has unsold 11, 
343,954.86 acres. The amount of the land notes on hand (in- 
terest not included) is $1,587,281.53. The total amount of land- 
em bonds issued was $10,400,000, of which $1,323,000 have 

n canceled by the Land Department and $352,000 bought by 


the trustees, leaving the amount outstanding June 30, 1873, 
$8,725,000. 


Qhicago & Atlantic. 

Articles of consolidation between the Chicago & Atlantic, the 
Chicago & Atlantic Extension and the Baltimore, Pittsburgh & 
Chicago Railroad Companies have been filed with the Secretary 
of the State at Indianapolis, Ind. The last named is the com- 
pany which is now constructing the Baltimore & Ohio Com- 
pany’s line to Chicago. The object of the consolidated company 
is to build a direct line from Chicago to the eastern line of Ohio, 
there to connect with a line from that point to Pittsburgh. The 
capital stock is to be $4,000,000, and the general office 1s to be 
at Stpsege. The office of the Indiana Division is at Hunting- 
ton, Ind, 


Junction City & Fort Kearney. 

Kansas papers report that this company has been unable to 
obtain the funds needed for the extension of the road beyond 
Clay Center, Kan., and will consequently forfeit the $75,000 
bonds voted by Clay County, on conuvition that the road should 
be completed to the north line of the county. 


8t. Louis & Great Southern. 

The preliminary surveys of this projected road from St. 
Louis southward to Belmont and Hickman have been com- 
pleted. The length of tho road will be about 160 miles, and the 
engineer reports that a favorable line has been found. 

—Chief Engineer Charles H. Baker, U. 8. N., has been or- 
dered to the Naval Academy at Annapolis as head of the De- 
partment of Steam Engineering. 


Montgomery & Eufaula. 

A circular has been issued to the holders of this company’s 
bonds which states that negotiations are pending for a lease of 
the road, and that the Alabama Legislature has passed an act 
releasing the company from claims amounting to $400,000 due 
the State, on condition of the surrender of the State indorse- 
ment on the bonis. To accomplish this and enable the com- 
pany to give a clear title to the lessee, bondholders are re- 
quested to surrender the bonds having the State indorsement, 
and to take therefor new bonds of the company secured by a 
first mortgage on its road, and other property. These bonds 
will bear 7 per cent. interest and have years torun. They 
will be issued at once. It is stated that as there is no prospect 


| of the payment, either by the State or the company, of the 


March or September coupons, it will be necessary to surrender 
the coupons with the bonds. 

The rvad is 80 miles long, from Montgomery, Ala., southeast 
to Eufaula. f ; 

It is reported that the corporation which proposes to lease 
the road is the Louisville & Nashville cougent. The bonds are 
at the rate of $16,000 per mile, we believe. olders of more 
than halt of their value have assented to the arrangement. 


Utah Southern. 
The iron for the extension of this road from its present ter- 


minus at Lehi, Utah, south to Provo, has been secured and is 
now on the way to Salt Lake. 


Rahway & Roselle. 


Surveys are being made for a railroad from Rahway, N. J., 
northward to the New Jersey Central at Roselle Ssation. This 
road would be about four miles long, and would make a line 
from Rahway to New York about the ‘same length as by the 
Pennsylvania road. 

Michigan Air Line. 

A call for a special meeting of this company, to be held at 
Union City, Mich, August 27, has been issued by a number of 
stockholders. The object of the meeting is to remove the 
present board of directors and elect a new board, and to tran- 
sact other necessary business having reference, it is supposed, 
to the pending litigation for the possession of the road. 


Vicksburg & Nashville. 


A large torce is at work between Okolona and Grenada, Miss., 
and the work is being pushed forward. 
Texas & Pacific. 

A correspondent at Dallas, Tex., informs us that the iron has 
been laid to Grand Saline, Tex., 60 miles west of Longview and 
14 miles beyond Minneola, the last point reported. On the 
western end the tracklayers have reached section 70, 53 miles 
east of Dalias, an extension of eighteen miles since the last 
report. A gap of only ten miles remains to be filled to complete 
the line from Shreveport to Dallas. 

Iron for 20 miles of road has been delivered at Sherman, Tex., 
by the Missouri, Kansas & Texas road. Track-laying on the 
‘Trans-Continental Division will soon be commenced at Sherman. 


Natchez, Jackson & Columbus. 


The gradivug on this road is being pushed forward rapidly. 
Seven miles of track has been laid near Natchez, Miss. 


Milwaukee & Northern. 


The opening of this road for travel was celebrated, July 23, 
by an excursion from Green Bay, Wis., to Milwaukee. 


Salt Lake ity, Sevier Valley & Pioche. 

The qnating tor this narrow-gauge road is now substantially 
completed and ready for the ties, from Salt Lake City to Mill- 
stone Point, 14 miles, and the delivery of the ties along the 
road has commenced. The bridge over Jordan river is com- 
sear The contractors are Kimball & Rydalch, and Mr. T. 

urgess is Chief Engineer. 


Iron Mountain, Ohester & Eastern. 

This is the name of a company recently formed by the con- 
solidation of the Chester & ‘l'amaroa Company of Lilinois and 
the Chester & Iron Mountain Company of Missouri. The agree- 
ment of consolidation has been ratified by the stockholders of 
both companies and the new company was organized at St.Louis, 











July 24. The Chester & Tamaroa road has been in operation 
about a year and extends from Tamaroa, Il}., on the Lilinois 





Central, 85 miles north of Cairo, southwest to Chester on the 
Missiasi} pi, and is 41 miles long. The Chester & Iron Moun- 
tain coat is to extend from a point on the river opposite Ches- 
ter, southwest to the Iron Mountain, a distance of 60 miles. 
About two-thirds of the grading on this road is done, 
Valley, of Virginia. 

Ground has been broken for the extension from Staunton, on 
the Chesapeake & Ohio, to Salem, on the Atlantic, ae 


& Ohio. Work is to be commenced at once in Rockbridge, 
Botetourt and Roanoke counties. 


Southern Pacific, of Oalifornia. 

The extension of the road southward from Tipton, Cal., bas 
been completed to Elno, 24 miles from Tipton. Work on the 
extension has been stopped for the present, and itis thought 
that it will not go beyond Elno this season. 


Manhattan & Northwestern. 


This company has advertised for proposals for the grading of 
the road from Randolph, Kansas, north to a connection with 
the Central Branch, Union Pacific Railroad, a distance of 17 
miles, work to be commenced immediately, and completed to 
south line of ig & County by the 15th of September, and toa 
— with the Central Branch road by the 15th of Oc- 

r. 

The grading is already completed, or nearly so, from Man- 
hattan (which is on the Kansas Pacific 119 miles west of Kansas 
City) north to Randolph, 20 miles. 


Martinsburg & Potomac. 
A mortgage for $200,000 on this road has been recorded. The 
length ot the road from Martinsburg, W. Va., to a connection 


= the Cumberland Valley road at the Potomac is about 12 
miles. 


Shenandoah Valley. 


It has been decided to cross the Baltimore & Ohio near Duf- 
fieid’s on a bridge, instead of crossing at grade. The contract 
for the bridge across the Shenandoah River has been ket to M. 
R. Donahue, and work is to be commenced at once. A number 
of the officers of the company recevtly visited Staunton, Va., to 


determine the point of junction with the Chesapeake & Ohio 
Railroad. 


Jersey City & Albany. 

The New Jersey sectiun of this road (formerly the Ridgefield 
ParkR ailroad) was opened for travel by an excursion, July 30. 
This section extends from a junction with the New Jersey Mid- 


land near New Durham, N J., north to the New York State 
line near Tappantown, a distance of 13 miles. 


Northern Pacific—Pacific Division. 


_ The exact location chosen for the terminus on Puget Sound 
is in township 21, range 3 east of Willamette Meridian. It isa 
little south of the present town of Tacoma and is at the head of 
deep water on Commencement Buy. 

The grading on the extension north from Tenino is nearly 
completed to a point 14 miles north of the Nisqually River. 
Work on the grading has been temporarily suspeuded until the 
oeten of the line to the newly selected terminus can be com- 
pleted. 


St. Paul & Pacific. 


In the suit against this company three of the defendents, the 
St. Paul & Pacific Company, First Division, George L. Becker 
and Horace Thompson, have filed affidavits to be used in oppo- 
sition to the motion for a receiver. These aflidavits set out in 
great detail the history of the road and deny that there was apy 
unnecessary or avoidable delay in the arrangements for the 
loan of $15,000,000 for the construction of the St. Vincent and 
Brainerd extensions, as alleged in the application. 


Kansas City, Memphis & Mobile. 

Atelegram announces that the legal complications which 
have delayed the construction of this road have been arranged 
and that work will be commenced at once. A good deal of 
grading was done on the line three or four years ago. 


Nashua & Rochester. 


The New Hampshire Legislature recently passed an act au- 
thorizing this company to issue $700,000 in bonds, provided 
these bonds were guaranteed by the Worcester & Nashua Rail- 
road Company, which is to lease the road when completed. At 
a meeting held July 26, the stockholders of the Worcester 
& Nashua Company voted to guarantee the bonds as required. 


Winona & 8t. Peter. 


The track is laid for 27 miles west of the Minnesota State 
line, and trains are running to a point within 17 miles of Lake 
Kampeska, Dakota, which is said to be the terminus for this 
year. 


Memphis & Raleigh. 


Trams commenced running on this narrow-gauge road July 
20. It is about 10 miles long, and is intended mainly for sub- 
urban and pleasure travel. 


Milwaukee & St. Paul. 


Recently this company began taking up the work that had 
been done for the wooden drawbridge across the mouth of 
Black River near La Crosse, Wis., and commenced preparations 
for building an iron bridge with stone piers across the river. It 
is also stated that the company put under contract the work 
for an iron bridge across tue main channel of the Mississippi to 
Minnesota Island, which would make the greater part of the 
bridge across the Mississippi at the point desired by the com- 
pany. On July 23, the United States District Attorney, by 
order of the Attorney General, applied to the United Stats 
Circuit Court for an injunction to restrain the Milwaukee & St. 
Paul Railway Company from the construction of a bridge across 
the Mississippi River at North La Crosse, the site being disap- 

roved of by the Secretary of War, and which site also was 
isapproved by the Legislature of last winter. 

An order was also asked for compelling the company to 
remove certain obstructions from the river, placed there for 
the avowed purpose of constructing a bridge in violation of the 
orders of the Secretary of War. 

The Court issued an order summoning the company to appear 
July 29 and show cause why an injunction should not be granted. 
It 18 understood that other injunctions will be applied for by 
the steamboat men of the Mississippi and the lumber men of 
that river and its northern tributaries, and also by the city of 
La Crosse for diverting the course of the river. 


Contracts, 


The College Hill Tunnel Company, of No. 13 Market square, 
Providence, R. I., will receive proposals uotil August 20 for 
furnishing labor and material for the construction of a pro- 
posed tunnel through College Hill. The work will consist of 
earth and rock excavation, brickwork lining and rubble masonry 
retaining walls. 

Lieutenant-Colonel John Newton, United States Engineers, 

will receive proposals for dredging Otter Creek, Vt., until noon 
of August 13, at his office, corner Houston and Greene 
streets, New York. 
The New York Bridge Company will receive bids until noon 
of August 7 for the delivery at the Brooklyn anchorage of the 
Last River Bridge of 125 cubic yards of cut granite face stone, 
and 8,850 cubic yards of face stone and backing, either granite 
or face stone, to be delivered within the cur:ent year. 
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Editorial Announcements. 





Removals,— The Chicago office of the RatLROAD GaAzETTE has been 
removed to No. 17 Jackson street, opposite Third avenue. 

The New York office of the Raturoapv GazettE is removed to Room 
131, No. 73 Broadway, opposite the upper elevator landing. 





d, 





Corresp We cordially invite the co-operation of the rail- 
road public in affording us the material for a thorough and worthy 
railroad paper. Railroad news, annual reporis, notices of appoint 
ments, resignations, etc., and information concerning improvements 
will be gratefully received. We make it our business to inform the 
public concerning the progress of new lines, and are always glad to 
receive news of them. 


Inventions.—No charge is made for publishing descriptions of what 
we consider important and interesting improvements in railroad 
machinery, rolling stock, etc.; but when engravings are necessary 
the inventor must supply them. 


Articles.— We desire articies relating to railroads, and, if accepiable, 
will png lideraliy for them. Articles concerning railroad manage- 
ment, engineering, rolling stock and machinery, by men practically 
acquainted with these subjects, are especial/y desired. 


Advertisements.— We wish it distinctly understood that we wil 
entertain no proposition to publish anything in this journal for pay, 
EXCEPT IN THE ADVERTISING COLUMNS. We give in our editorial 
columns OUR OWN opinions, and those only, and in our news columns 
present only such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inventions, ma- 
chinery, supplies, financial schemes, etc., to our readers can do 80 
fully in our advertising columns, but tt is useless to ask us to recom- 
mend them editorially, either for money or Bi cl 
tising patronage. 








TRAIN WRECKING. 





Train wreckers have been unusually active for the past 
week or two. The great case, of course, is the attack of 
highway robbers on the Caicago, Rock Island & Pacific 
train near Adair, which was unlike ordinary cases in 
that it was bold and open, and also in the means em- 
ployed to wreck the train, which was to unfasien a rail, 
jeave it ip the track with no visible obstruction, but with 
arepe attached to one end, by which a man concealed 
could pull it out in a moment when tie train should be 
almost on the rail. In this case the robbers were a little 
too quick, else they would not h:ve given the « ngineman 
time to shut off steam and put cn brakes. This is the 
most dangerous feature of the crime, fer it may 
be imitated with terrible results. We have 
noted before that only a very small _propor- 
tion of the attempts to wreck trains are’ suc- 
cessful. Usually the watchfulness of the engineman or 
of trackmen discovers the obstruction in time to stop be- 
fore it is struck. But with such a fiendish contrivance 
no defect is visible, and no fatal one may exist, until the 
very moment when the wrecker chooscs, which would 
be, doubtless, when the engine is within a few yards of 
the rail. Fortunately, however, the criminal must be 
near by to carry out his design, and this doubtless wil! 
prevent its adoption by the ordinary wrecker, who is al- 
most always a sneak, and adopts train-wrecking rather 
than highway robbery, murder, or even picking pockets, 
because usually he may do his deed secretly, and be dis- 
tant when the crime is completed. 

But the probable consequences are fearful to contem- 
plate should a man be found bold enough to wait for 
the approach of a tiain, and to pull the track 
out from: under the locomotive almost, as well as cun- 
ning enough to choose a bridge or embankment where 
accident must almost surely be terribly fatal, and mali- 
cious enough to desire the destruction of men, women 
and children ; and the cunning and malice, we know, do 
not fail them. ; 

The one encouraging thing about the Iowa outrage is 


the earnestness and vigor with which the criminals have 
been pursued, and the co-operation of different railroad 
companies and the authoritics in efforts to bring the 
villains to justice. As we write, no tidings of their cap- 
ture has been received ; but the close pursuit in itself is 


| something of a punishment, though lacking several] hal- 





ters of being enough, of course. It is very much to be 
hoped tbat the ruffians will be caught, fur the peculiar 
circumstances which have made it famous and awakened 
such indignation make it probable that they would receive 
adequate punishment; and these same circumstances 
would make the punishment known and remembered, 
and so probably have a wider and greater deterring effect 
than punishments in most similar cases, which are not 
widely known, not much talked of, and probably not 
generally remembered. 

Some months ago we collected a long list of attemp's, 
successful or otherwise, to wreck trains, and urged the 
general co-operation of railroad companies in-urgent and 
unceasing efforts to detect and secure the offenders. 
And we believe that if something like the same energy 
was exerted in the ordinary (alas! that we can say ‘‘ or- 
dinary”) cases as in this extraordinary Iowa case, in- 
stances of malicious train-wrecking would become very 
rare. And in this case, should the pursuer. fail to find 
the robbers “in Jackson County,” or elsewhere, we hope 
that the efforts to find them will not be given over, but 
persisted in so long as a trace remains and whenever one 
appears. It can hardly bea pleasant thing for a ruffian 
to know that all the power and wealth of a railroad 
company—or, better still, of the co-operated railroad 
companirs—will be on his track until he is caught or 
dead ; and a knowledge that this would be the case 
would have a greater deterring effect than the severest 
penalties enforced no more certainly than they usually 
are in these cases. 

That circumstances may have much to do with the 
measure of popular indignation and the urgency of pur- 
suit of train-wreckers is shown by another recent case. 
In this the engine-man of a mail train on the Ohio & 
Mississippi Railway discovered a pile of burning rails on 
the track in front, near North Vernon, Ind., and, on stop- 
ping, a man concealed behind a fence fired several shots 
into the train. The conductor and some pass ngers 
chased and caught this man, who proved to be a farmer 
living near by, who claimed that he had had fences burned 
by sparks irum locomotives, and confessed that he had 
acted in revenge. This man was brought before a mag- 
istrate and—dismissed on giving $500 bail! 








American Bonds in Germany. 


A Frankfort journal, the Deutsch-Amerikanische Oecon- 
omi:t, gives a table showing the prices of various securi- 
tiesin that market at the beginning and middle of each 
month for the year 1872 and the first half of 1873. From 
it we see that New York city currency 7’s fluctuated 
from 98} February 1, 1872, to 933 June 16, 1873; Wash- 
ington city 6’s from 94 February 1,1872, to 80 July 1, 1873; 
Alabama & Chattanooga 8’s fiom 693 May 1, 1872, to 35 
July 1, 1873; California Pacific 6s from 1004 February 
16, 1872; to 924 December 16, 1872, the last quotation be- 
ing 92%; Central Pacific 6's from 90% January 16, 1872, to 
803 June 16, 1873, closing at 833; Kansas Pacific 7’s from 
884 January 16, 1872, to 754 June 3, 1873, closing at 76; 
South Pacific 6’s from 784 February 1, 1872, to 58 May 
16, 1872, closing at 603; Oregon & California 7’s from 752 
January 16, 1872, to 223 July 1, 1878; Rockford, Rock 
Island & St. Louis 7’s from 45 February 1, 1872, to 28 
June 38, 1878, closing at 29; Unicn Pacific “Omaha 
Bridge ” 8’s from 94 February 1, 1872, to 798 June 16, 
1873, closing at 804. 

These are given as the securities most commonly 
dealt in in the Frankfort market. The course ofthe market 
is very clearly dows wards, especially with railroad se- 
curities, and is a sufficient exp] nation of the disfavor 
with which new American railroad enterprises are met 
in the German market. We see that the fluctuations in 
railroad bonds have varied irom 7§ points on California 
Pacific to 584 on Oregon and California, while New York 
City fell but 44, and United States 6’s, of 1882 closed g 
higher than they opened, and their greatest fluctuation 
was but 1}. In the whole list there are but two securities 
—California Pacific and Central Pacific—whose deprecia- 
tion from January 16, 1872, to July 1, 1818, was not 
greater than the interest received for the year and a half, 
so that those Germans who bought these securities at 
the former date would have had more money now if 
they had buried their money, or otherwise held it without 
interest ; and these two paid only 2g and 1% more than 
the depreciation in the year and a half. 

We by no means assert that there has been reason for 
the depreciation in ail these cases: doubtless the failures 
of a few poor properties have affected the values of the 
perfectly sound ones, and some at least of the securities 
named ought to be good investments at the current prices. 
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But the fact remains that prices have fallen, and that 
almost constantly, for the year and a half ; and that those 
Germans who bought American railroad bonds a year or 
more ago have lost money by the operation. It is useless 
to tell them (those who bought good bonds) that they 
have received an excellent interest on their investments 
and will get the principal of the bonds in full when due, 
for they will reply that they might have taken the interest 
out of the amount of capital they invested and still have 
meney enough left now to buy more bonds than they 
have got. 

It may be objected, also, that these securities have not 
been well selected and are poorer than the average; and 
that itis not fair to judge American railroad securities 
as a whole by a poorly selected lot. But the Frankfort 
paper speaks of these securities as those most commonly 
dealt in there, and it is natural that Germans should form 
their judgment from their own peculiar experience. It is 
much to be hoped, for the sake of America as well as 
Germany, that they may invest more judiciously here- 
after. Twenty or thirty solid properties paying regularly 
7 per cent. interest on bonds sold at par or nearly so 
would give us good credit again in Germany, which 
would be of great value to the nation and could not be 
destroyed, though it might be disturbed, by the failure 
of euterprises without sufficient foundation, whieh will 
always be ready to take all the money they can get in all 
the money markets, and have very poor chances to get 
any at home. 

The bottom seems to have been reached from the 1st to 
the middle of June, and since that time there has been 
a rise in most of the securities whose interest is paid ; 
but too little time has elapsed as yet to judge whether the 
market has really turned. Really, if these securities are 
as sound as they are usually considered, now would seem 
an excellent time for German investors to buy them. 








Rallroad Earnings for the First Half Year of 1873. 


The tables which we publish this week give the earn- 
ings of twenty-five railroads for the month of June, and 
of twenty-two for the half year ending with that month. 
Returns are given from some roads which do not report 
regularly nor frequently. For the month the report is 
very favorable, for with an increase of less that 5 per 
cent. in mileage we have an increase of 14% per cent. in 
earnings, and the increase in receipts per mile is 9} per 
cent, Five roads show a decrease, which in most cases 
is quite small, the largest being 74 per cent. While the 
largest increases are on new roads with receipts still light, 
there are some large ones on lines with comparatively 
large traffic, the Chicago & Northwestern, the Columbus 
& Hocking Valley, the Michigan Central, allof which 
have receipts above the average, having increased more 
than 20 per cent.,and the Lake Shore & Michigan Sqnth- 
ern nearly as much. 

The statement for the half-year, however, is of more 
importance. It is the poor half of the year for most 
railroads; but it has not been much affected by untoward 
circumstances, such as strikes, unless we count as such 
the low price of grain, which may have kept back ship- 
ments, as it has kept down rates, though the unusually 
large bulk to be moved has probably made up for that. 
Of the twenty-two lines whose receipts we give for the 
six months, only three show a decrease in gross receipts, 
and these decreases altogether are very small; but many 
of these are working an increased mileage, and eigit show 
a decrease in receipts per mile. The largest of these ere 
the Indianapolis, Bloomington & Western (which has a 
large new mileage on which traffic is but just begun), 
114 per cent.; Pacific of Missouri, 13 per cent., and St. 
Louis & Iron Mountain, 13§ per cent. The percentages 


of increase vary ‘from 23 to % per cent., and 
average 4/5, or $183 per mile. The mileage 
reporting is 14,292, which is probably one-fifth 
of the mileage now worked. Only two lines 


east of Buftalo report. Two of the leading lines from 
Chicago eastward report increases of 8} and 12g. Four 
of the roads which carry grain to Chicago report increases 
of 2%, 6§, 3% and 124 percent. Four of the lines which 
cross Illinois south of Chicago, and toa greater or lessex- 
tent divert grain from that city, report, two showing de- 
creases and two increases, the latter being the most 
southerly lines, which are never much affected by lake 
transportation. Of the lines to St. Louis west of the 
Mississippi, one shows an increase and three a decrease, 
Only one Southern line, the Mobile & Ohio, reports, ‘and 
it shows an increase which last year’s good cotton crops 
ougbt to have made general on Southern roads, their 
traffic depending very largely on this crop and the price 
obtained for it. 

The average earnings per mile for the half year has 
been $1,692 ; and as the last half of the year is much the 
best for traffic, it is reasonable to suppose that the average 
earnings of these roads for the year will be about $10,000 
per mile. Deducting 65 per cent. for working expenses, 
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RAILROAD EARNINGS FOR JUNE, 1873. 
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Earnings 
Increase. | Earnings. | Per | per mile. 
Name or Roap. ei | fac. | D lcent. | ——-— 
| 1878. 1872. | | 1878 lis, 
Atlantic & Great Western.. | -| $423,514 $435,501 | Mreatceaie $11,987; 234 $786 "$808 
Atlantic & Pacific......... ars ' 98,8 0 96,567 $2 233). 2% 301) 294 
B:ltimore & Ohio............ a | 1,823 797 1,211,912 | 94 1.444) oH 
Burlington, Cedar Rapids & M etal | 28 74,242 | | 
Cpmeral POG, ..<v.cciccsscccercetncesscccecce | | 1,138,272 ; > 1595) 1, 071)1 010 
COE EEO... ccnndccscesecssesen SU 419,197 | 33,08 ' | %43) 657 
Chicago & Northwesiern...........--ees00 | 1,070,460 | 221.683/....... ain 92: 791 
Columbus & Hocking Valley..... ........6+ | 62.001 | 33.509'........ 2194) 848) 697 
Dl ichitmachubhhsas bomibshwebenonsedentatha | 1.607.492 | 110,101) ee oeee 6% 1 769) 1.668 
Pete DOME... iaccasasccstatesemees <I 559 363! 5 620)... 33% 651) £95 
Indianapolis, Bioomington & Western.... | 100.868 ee | 396 76 
TE ccdan hho asasiaks<0he+aenauae’ oS rr i * 749) Om 465, 469 
Lake Shore & Michis yan Southern........... 1,323,476 981.80?) ...... | 1934\1 3396/1 266 
Marietta & Cincinnati 154.587 i eae { 2034) 655) 544 
Milwaukee & St. Paul 594.763 ee | 5644) 752) £31 
Michigan Si cackesnacapease 5 5314 103.641] ....... | 246) 8521 07 
Ohio & Mis~issippi.. 262.326 i ee | 75g! %18| 667 
Pactfic, of Missouri on he, Ah ee 14,138; 5 579) 609 
St. Louis, Alton & Terre Haute, Main Line. 94.535 8k eee | 2334| 437] 355 
Branches. . | 35.545 cw | 375g) 689) 501 
St. Louis & Iron Mountain................. 180 787 Pe 8 686) 7 
St. Louis, Kansas City & Northern......... 216.354 asbaws 16,396) 74g) 343) 371 
St. Louis & Southeasterv,.............0.0.. 82.664 | Re | Bhi) 7 
Toledo, Wabash & Western. .....-..+-+. +s 452,863 78.324| 92. | 16% #62| 737 
Toledo, Peoria & Warsaw.........- 2.2. .000 94.522 a 2144) 484) 399 
Mobile & Obl. 2... c0c0.c0c cccccce sce. ccccce os 151,BIB Jo cce.ccess 3 =| 2% ag | 294 
OOP ree ee 15,745) 15,021 724 433 $13,34 346, 6,413 | re 637,697 st 757.240, $48 524 | 548 $75 
ee rt eee ious ees | SN | sbawetesdeos 708,7 Sn:.... 020 oa as 
RAILROAD EARNINGS, SIX MONTHS ENDING JUNE 30. 
. | R | 
| Mileage. | Increase. Earnings. | | Earnings per Mile. 
} | | 
Name OF RoaD. | ~| Increase. | Decrease. Bad 
| 1873. | 1872. [Mites P.c.| 1873. 1872. 1873. her. | Inc. | Dec. le. 
eevee fae | Se RES. cae aS 
Atlantic & Great We:tern......| 539 512 27) 5%4| $2,442,605 $108,884! ......... 45g) $4,532/¢4,558|.....| $26] 05g 
Atlantic & Pacific ............ | 328 eee coe 613.3: ash 4'189| | 19%; 1 si 1 onl 3 92 cove [1946 
Burlington, Cedar Rap. & Minn| 434 261 73| «28 482 035 409 964) | ey 175g) 1.4 128) 8% 
Centrat, of New Jersey......... 291 | | Pos sees} 4,135,012) 3 455 +957) OTRORS) 2. c0.0s 1954) 14, 310 1 e112 334 eokwe 1954 
Central Pacific .........0..... | 1,218) 1,094| 124/119] 6,320.787) —5,503.616) 812.171) 5.189) 5, 35] 154)...... 3 
Chicago & Alton.........-...-. | "649 “613) 86] 5%) 2,485 311] 2'281.1565 55 3.72'| 108!...... 2% 
Chicago & Northwestern ...... } 1,397) 1.336) 61) 449] 5.997.670) 5.3%0.987} 293 4,028) 265)... .. 654 
Bie vec ndvcccncveccesevese 0s 971 959} 12) 1% 9.116.007) 8,995 046) i) 380) , 034 
Tiiinois Central................] 1,109; 1,109)...... ry 3,752.048) 3,612,637) 3) 3,~58) 125]...... 3% 
Indianap. -Binomingvon &W't'n| 236 212) 44/20% 697.318 651,342 T| 2.724) 8.072'..... 343/1134 
Kansas Pacific ...............- | 678) ya}... wee] 1,680.747|  1.651.754]......°...| 1,007) 6,4) 2.456) 2.4581. ° 2] 03, 
Lake Shore & “Mich. Southern. | 1,135) 1,012) 24/1244) 9,833 856) 8,464,178 57| 8.364! 293]..... 345 
Marietta & Cincinnati...... ...| 284, =: 284)...... seoe| 1,075,273 904,931 i} 3.186) GOU} . 18% 
Michigan Central.............. | TS | re ee 8,672,050, 3 Se 4.562] 574]...... 1254 
Ohio & - gee Pena d 393 WS) .. wesshoves 1,823,753) 1,617,473 4,115) 56)... ... 1234 
Pacific, of Missouri. 471) 3Y4 TWi9e) 1,729,043 663,47: | 4.223).... 551|13 
Bt. L. ,Alt. Terre haw te, “main line! 266. er neler 694,511 668 687) 2.514; 119]...... 445 
branches| 7 Sl... +. are 295,876| _ 240,402| 3,396] 781] .. ..|23 
St. Louis & Lron Sienemin: --| 285 224 61)27%| =1,164.461) 1,059. 133| .086) 4,728)..... 642}135¢ 
St. Louis, Kan.city & Northern| 53 563} ..... ea 1.290.987} 1.374,184 3. . 2.357)... 143) 6}; 
Toledo, Wabash & Western....|  628)—«628)...... .ee-| 2,705,018] 2,753,346} ...- 50... 328, 134) 4,307) 4.384).....] 9 97] 132 
MaWile Wo ONI0 5.6. 065063005000- ~*~. ...|  1,398.556] 1.331226] (67.330! ...... | Sta] 2,705| 2.573) 13]... | Bi 
Milwaukee & St. Paul.......... | 1,179 =1,069 110)10% 3617, 631) 2,924, na 693,519) ..........| 23% _ eee 2. wee) Sti...... 124 
Total. ....20. .ccccceseees | 14,292 13,545 749| 536 $67,057,924| 361,053 058, 337| $6,132.119| $132,532)..... $4,002 $4,509| $18 |...... dhe 
Dota IMGNAANS. o...c00050540 ]osseeee | sccceer| cocceleres | leiigisin tile | PETER IRS: | 5,999 587) .. 2.226 -. 922 sanent pana alien ewvedl sean 














we have $3,500 per mile, which is probably enough to 
pay 7 or 8 percent. on the average actual cost of the 
roads reporting, only one ef which has a double track 
throughout, and only two any large amount of double 
track. 








The Pass Reform. 

So far the abolltion of free passes {has proved a popu- 
lar movement, and the good work goes bravely on and 
has met, we believe, no noteworthy drawback. Trouble 
was inost to be feared from the failure of all parties to 
agree to give up the practice of giving passes in consider- 
eration of shipments of live stock; a practice which has 
been almost universal, and which in most cases was ac- 
tually a rebate on freight paid in passenger fares. But 
the Chicago & Alton and other companies which at first 
could not see their way clear to abandon this practice, in 
view of their competition for cattle traffic with railroads 
which were not parties to jthe Chicago agrecment, have 
announced that they have given it up, and reports of 
violations of the agreement by other roads turn out to be 
crroneous. e 

But more encouraging than the month’s persistence of 
the Chicago railroads in their new and good resolutiuns 
is the adherence of all (or nearly all) the companies hav- 
ing termini at St. Louis and several others west of the 
Mississippi to a similar policy, which was to go into 
force onthe 1st of August. The names of these com- 
panies will be found in a brief report of the meeting on 
another page. x 

So far the movement seems to have spread westward 
and southward, largely among roads which pay no divi- 
dends. Buta Cleveland newspaper says that the new 
President of the Lake Shore & Michigan Southern 
has forbidden the issue of any more passes on 
that road—an order which will be welcomed 
by no one so much as the leading officers who 
work the road. This brings the reform well to the east- 
ward, and upon a line which is one of the chief competi- 
tors for that through traffic which the ‘‘ judicious use” of 
free passes was supposed to do somuch to cultivate. We 
wish we could say that the other two lines from Chicago 
castward would adopt the same policy ; but if they do 
not we will have a pretty good opportunity to see what the 
effect of the abolition of the practice will be. It has been 
reported, however, that Mr. McCullough, the 
General Manager of the Pennsyivania Company’s 





leased lines, says that if the Western companies 
maintain the policy, the Eastern roads wiil be.ready to 
adopt it by next January; and, indeed, should they 
demonstrate, as seems probable, that the only real obsta- 
cle to the reform is the lack of courage to order it, it will 
not be easy to understand why it should not become gen- 
eral throughout the country. Its final success we be- 
lieve to be inevitable, however the present movement 
may turn out ; but its early success is desirable, and 
there seems now to be good reason to hope that the grant- 
ing of passes may becomean antiquated practice before 
this summer’s babies can talk plainly. 








The Late Samuel B. Cushing. 





Mr. Samuel B. Cushing, a distinguished civil engineer of 
Providence, R. I., was found dead in his bed on the morning 
of the 17th of July, having passed away peacefully as in sleep 
from an affection of the heart of long standing. 

Mr. Cushing was born in Providence in February, 1811. At 
the age of 16 he began the study of his profession under Mr. 
Holmes Hutchinson, Chief Engineer of the Blackstone Canal, 
then in process of construction, remaining upon that work 
until its completion. After this he was engaged in various 
minor works until the year 1830, when he opened an office in 
his native place, carrying on a general engineering business 
for two or three years, during which time he ran out the 
boundary line between Rhode Island and Massachusetts and 
made the principai surveys for a map of Rhode Island. About 
the year 1833 he removed to Illinois, intending to: make a home 
for himself in what was then considered the far West. In 
1843, however, he received an earnest invitation from Mr. 
Edward Harris and other prominent business men of Rhode 
Island to return to the scenes of bis early life 
for the especial purpose of apportioning the ownership of the 
waters of the Blackstone River, his well-known experience in 
that particular rendering him better qualified to perform this 
delicate duty than any other man in the State. In accordance 
with this request he came back to Providence, and performed 
the work required of him to the entire satisfaction of all parties 
concerned, and then took up his residence permanently in the 
place of his birth. 

He was Division Engineer in charge of the eastern portion of 
the Hartford, Providence & Fishkiil Railroad till its completion. 

The granite bridge over the Blackstone River at Pawtucket, 
and the Railroad bridge at India Point, Providence, were erect- 
ed by him, as also the bridge over the Connecticut River at 
Lynn, and the Central bridge over the Seekonk River at Provi- 
dence. Almost his last piece of work was the supervision ol 
the renewal of the original drawbridge at Point street, Provi- 
dence, and the erection of the present one ; in the performance 
of which duty he manifested, as was his wont, the qualities of 





an upright judge in guarding with equal care the rights of his 
employers and of the contractor who carried out his general 
designs. He was the inventor of a method of constructing 
bridge piers, by a system of timber piles, surrounded by cast- 
iron cylinders, the intervening spaces being filled with concrete. 
This plan of pier has been successfully used in several cases, 
amoug which are the piers of the Tensas Railroad bridge near 
Mobile, aud the Shore Line bridge over the Connecticut River. 

As an hydraulic engineer Mr. Cushing stood among the first 
in his profession. His well-known integrity of purpose and ex- 
tensive experience in the management of water-power caused 
him to be selected on several occasions as umpire in important 
controversies involving the rights of owners, notably the Aston 
and Albian’case, and the Pawtucket case, his decisions being 
invariably accepted as satisfactory. 

The disease of which he died was an affection of the heart. 
He had been unwell for two weeks previous to his death, but 
his symptoms were not considered alarming; in fact, on the 
afternoon of Wednesday he appeared to be in better spirits 
than at any preceding time during his sickness; but upon en- 
tering his room the next morning he was found peacefully 
sleeping his last, without a sign of pain upon his serene fea- 
tures. 

His family have fhe assurance of the heartfelt sympathy of 
the community in which he lived, and the profession of which 
he was so exemplary a member can point with pride to the rec- 
ord which his works have left behind him as an earnest of 
what may be accomplished by a steadfast attention toduty and 
an uncompromising adherence to the truth. 








Record of New Railroad Construction. 





This number of the RartRoap Gazerre has information of 
the laying of track on new railroads as follows: 

Jersey City & Albany. - Extended from Schraalenburg, N. 
J., north 6 miles to the New York State line near Tappautown, 
Memphis & Raleigh.—This road (ot 3 feet gauge) is completed 
from Memphis northeast 10 miles to Raleigh, Tenn. Natchez, 
Jackson & Columbus.—Track (cf 3 feet 6 inches gauge) is 
laid from Natchez, Miss., northeastward 7 miles. 
Texas & Pacific.—Extended from Minneola west 14 
miles to Grand. Saline, and on the western section 
from Terrell east 18 miles, in all 32 miles. Southern Pacific, of 
California. — Extended from Tipton southward 24 miles to 
Elno, Cal. Winona & St. Peter.—Extended from the line be- 
tween Minnesota and Dakota westward 27 miles. Northwestern 

Jnion.—Completed from Milwaukee to Fond du Lac, by the 
laying of track from Germantown northwest 12 miles to 
West Bend, Wisconsin. 

This is a total of 118 miles of new railroad. 








CALIFORNIA WHEAT has suddenly become a most important 
export, and it doubtless affects considerably the wheat market 
of the Northwest. The exports from San Francisco for the 
year ending with June last were 16,400,000 bushels, which is 
more than double the exports of any previous year, and seven 
times those of the preceding year. The crop of the present 
season is reckoned to be about as large as last year’s. The 
effect of this grain on the market is the greater trom the fact that 
nearly every bushel goes to Europe, which is almost the only 
possible market for California wheat, Asia not being a wheat 
consumer, and the freight to the consuming districts of the 
Northeast United States making that market an unprofitable 
one to the Pacific coast (the grain goes around the Horn in 
sailing vessels), and the lack of population on that cosst giving 
but a trifling home demand. Thus, with a wheat product 
hardly more than a fifteenth of the annual consumption of the 
United States, California affords perhaps half of our wheat ex- 
ports. The great market of the Upper Mississippi Valley is in 
the Northeast United States, and only its secondary market in 
Europe. Anincrease in the California production at the rate of 
the past ten years for ten years to come would make it the great 
source of supply for Europe, and probably limit the more 
eastern States to a home market almost entirely. 

The wheat receipts at San Francisco in the year ending with 
June last were equivalent to 53,624 car-loads, the flour receipts 
making 2,228 car-loads more, 





THREE YEARS IMPRISONMENT has been fixed upon in 8t. Louis 
as the proper punishment of a deliberate attempt to wreck an 
excursion train. This victim of oppression had been put off 
the train and tried to show a becoming reeentment by piling 
some ties upon the track where a high bluff on one side of the 
track and a stream on the other gave good promise of a very 
successful accident. He was caught in the act, and as there 
must have been trees and bridges of some height near 
by and a bell-cord on the train, it is not quite easy to 
understand how the high-spirited young man was not pro- 
tected against delivery to the minions of the law and 
three years’ retirement from usefulness. He plead guilty 
at his trial, and perhaps that_had something to do with his ab- 
surdly insufficient punishment. A man who attempts to mur- 
der one person being punishable with two years imprisonment, 
say, we suggest that he whose attempt is on a train-load of per- 
sons should be imprisoned two n years—n being the number 
of persons on the train. But as he cannot be expected to know 
just how full the cars are, perhaps n should cover the seating 
capacity rather than actual inmates of the train. This would 
insure from 50 to 400 years as the term of imprisonment, which 
is about enough—if it must be imprisonment. 











Tae Mextcan Raruway Company, which owns and works 
the line between Vera Cruz and Mexico completed last year, at 
its recent annual meeting reported that the earnings of the sec- 
tion between Mexico and Puebla, 40 miles, which had been in 
operation throughout the year, were at the rate of £1,249 gross 
and £532 net per mile in 1872, while on the 70 miles of the Vera 


Cruz line open throughout the year the earnings were £1,063 
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gross and £81 net per mile. From the opening of the line 
throughout to the end of April the gross earnings were at the 
rate of about £26 per week. This, with moderate working ex- 
penses, would pay a fair income to a road not more costly than 
anaverage American line ; but the Mexican & Vera Cruz line is 
an exceedingly costly one. The Government is to pay it 
£25,000 a year, however, and the contractor prophecies an 
ultimate” traffic of £80 per week, for which, we imagine, he 
will have to wait until the proposed interior system of railroads 
is constructed. With that, such earnings would not be at all 
extravagant. 








“True Heroism” is an epithet we find attached to a country 
constable in a short account of the act of one Mr. Stephen 
Chase, who, riding ac oss the track of the Grand Rapids & In- 
diana Railroad in the woods near Fort Wayne, Ind., found a 
large tree lying across the track, having been blown down. 
Koowing that a passenger train would be due in about two 
hours, he procured an ax, and went to work on the tree, intend- 
ing to cut out s section and roll it off the road. This was pro- 
per and commendable, but hardly heroic. The heroism began 
when, having cut off one end, the ax slipped and cut his foot— 
**half off,” the report says—and the brave. man mounted the 
other end, shut his teeth hard, cut the log into two, and rolled 
it clear from the track ; when he rode home to take care of his 
foot. Its a very pretty subject for a poem or a painting, 
whether it’s true or not. 








Mr. WasHIncToN RoEBLING’s LETTER which, two week’s 3go, 
we said we had received and would publish the next week, 
proved, on examination, to be a copy of that addressed to 
Engineering, which we published two weeks ago. 





AMONG THE SHOPS. 


THE LAKE SHORE & MICHIGAN SOUTHERN RAILROAD SHOBS AT 
ELKHART. 

This road consists of a single line from Chicago to Elkhart, a 
distance of 101 miles. At the latter place 1t branches, one por- 
tion—the “old road”—extending northward into the southern 
portion of Michigan ; the other—the “‘air ling”—running south- 
ward through Indiana and Ohio, and both terminating at 
Toledo. The distance from Elkhart to Toledo by the “ old 
road” is 113, and by the “ air line” 133 miles. Elkhart is, there- 
fore, centrally located at the junction of three sections of the 
road, each of a convenient length, to operate with one set of 
engines, and, therefore, an excellent position for the repair 
shops of the locomotive department. It was this very obvious 
iact which, doubtless, led the company a few years ago to 
select this place for the new shops, which have since been com- 
pleted and avhich we will now describe. 

The main building, at first sight,.appears to be a low struc- 
ture, 600 feet long by 120 wide, with a roof nearly flat. From 
the inside, however, it appears of ample height, being 22 feet 
to the eaves. The root is supported on two rows of iron col- 
umns, arranged somewhat as those in the Reading car shops, 
which we described a few weeks ago. They divide the roof into 
three spans, each carried by a queen-post truss, the top 
chord of which is made of two wrought-iron channel bars ; the 
posts of cast iron, and the tension members of square rods of 
wrought iron. The purlins are made of I beams trussed, and 
the outside of the roof is covered with gravel. A skylight ex- 
tends the whole length of the shop, in the center of the roof. 
The sashes of this light are placed in inclined positions, resem 
bling aninverted 4. Their angle is sufficiently steep to shed 
rain, and to cause little difficulty from leakage. 

The floor is divided into three parts by the cast-iron col- 
umns. The one on the north side is occupied by the lathes 
and other tools and machines. Through the center lengthwise 
of the shop is a track which permits cars or engines to be run to 
any desired position. This gives every facility for the transfer 
of materials of all kinds to any position where they may be 
needed. The south division is occupied by transverse tracks 
with pits in which engines are built and repaired. On the out- 
side, and about 40 feet from the main building, is a transfer 
table, by which engines or cars can be moved to and from any 
track in the shop. Locating it so far from the building gives 
an advantage, as it allows room enough between the transfer 
pit and the shop to permit engines to be run out of the shop 
to be fired up, or for other purposes, without using or interfer- 
iog with the use of the table. Often it is desirable to do this, 
in testing boilers for example, and then run them back into the 
shop again. 

The following complete list of machine tools may be useful in 
showing what is required for the equipment of such a shop : 

LI8T OF TOOLS, MAKERS. 
1 lathe, 36 inch swing by 15 feet bed... .- Lowell Machine Shop. 
“ 2 ~ 10 a ° --Fitchb'g Machine Co. 
...Putnam Machine Co. 
. Dw: lley & Co. 
Putnam Machine Co. 
. Tyne. 

Putnam Machine Co. 


Jackson State Prison. 
Putnam Machine Co. 


1 

1 

1 

1 

1 

. 

1 

1 

1 

1 

1 “ 

1 ‘Wright & Smith. 

1 -Mauepan Iron Co, 

1 aes ...Dwelley. 

1 Putnam Machine Co. 
1 33 Lowell Machine Shop. 
: Putnam Machine Co. 
1 

1 

1 

1 

1 

1 

1 

1 

1 

1 

1 
1 


Mattepan Iron Co, 
sane cued P. C. Curtis, 
Thsyer & Haughton. 
~ -Puwam Machine Co. 


; ‘Deeley. 


date lathe; 14 Pet swing w 13 tt iong........W. B. Bement & Son, 





1 double-headed wheel lathe 
1 14 inch compound planer 
1 screw planer, = in. wide by 1044 ft. bed .... 
1 in. wide by 63g ft. bed 
1 planer, : ft. wie by 21 ft. 

1 8 ft. wide by 16 ft. he 

1 “ 4ft. wide by 18 ft. bed 

1 gear planer, 30 in. wide by 744 ft. bed 

1 Scmpound planer, 14 in. wide by ft. bed 
1 screw planer, 30 in. wide by 534 ft. bed 
1 double-headed connect:ng-rod planer .. 

1 16 inch double eens compound planer 
¥. ft = drill p.- 


igen -Bement & Dougherty. 


Lowell Machine Co, 
Ames Manufac. Co. 
Wm. Sellers & Co. 


Bement & Dougherty. 
Thayer & Hauyhton. 
Bement & Dougherty. 
Lowell Machine Co. 
..Wm, Sellers & Co. 
W. B. Bemert & Son. 


+) Putnam Machine Co. 
xe cinita's ys sata baetaeae Hee Clute Bros. 

Putnam Machine Cv. 

Gay & Silver. 

Bement & Dougherty. 


A. C. Powell. 
... Wm, Sellers & Co. 
... Lowell Machine Shop. 


“ 


I 

1 

1 40-inch slotting machine. 
1 cylinder boring mill 
1 hand lath 

1 shear and punch 
1 

1 

1 

1 

1 

1 


r wheel press . : 
nad boring mill . 


ca , 
W. B. Bement & Son. 
20-inch boring mill 


Gay & Silver. 


foot boring mill Bement & Dougherty. 


1- 
driviag-wheel quartering machine 
200-ton hydraul.c wheel press “ “ 


The power for these tools is furnished by a double-cylinder 
vertical Corliss engine, which is connected directly to the main 
line of shafting by two cranks in the center, thus dispensing 
with the “main” belts. The engine is located about the center 
of the shafts, so as to transfer the power each way on the main 
shaft. The cylinders are 14x36 inches. Steam is supplied by 
two larger boilers of the locomotive type. The counter shafts 
are hung to a longitudinal bridge, which extenda almost the 
whole length of the shop, and affords easy access to the shafting 
for making 1epairs, oiling, etc. One bridge is suspended from 
the roof trusses by cast-iron brackets. 

There is nothing very noteworthy in the work which is being 
done now. Nearly all the force is employed on the ordinary 
repairs of engines. The only new work in progress is that on 
several tank engines for switching. These are of the ordinary 
four-wheeled form, with a tank on top. These engines are liked 
better than any others for the service for which they are in- 
tended. 

BOILER SHOP. 


On the north side of the main buiiding are three wings, one 
near each end, and another about the middle. These are each 
about 70x100 feet. The one farthest east is occupied as a boiler 
shop, and has a power shear and punch, a set of large bending 
rolis for boiler plate, drill press and a few other minor tools. 
The shop is large and roomy, and some of the work, especially 
the tanks for the switching engines, is equal to the best we 
have ever seen. 

BLACKSMITH SHOP. 


This is in the center wing, and has 17 fires in all, with two 
steam hammers, one built by Bement and the other by Ferris 
& Miles. The ventilation of this shop is very well arranged. 
The roof is built with a sort of clere story, lengthwise of which 
a large horizontal sheet-iron pipe extends. To this all the 
fires are connected by smaller pipes. In the center of the roof 
is a sort of tower, through which a branch of the large pipe is 
carried vertically, thus allowing the smoke to escape. The 
effect of this arrangement is that the air in the clere story is 
heated, thus giving it a tendency to rise and escape by open- 
ings in the roof and the tower already referred to. Attempts 
to ventilate shops are often unsuccessful because those who 


heated before iv will rise or a current can be created. Many a 
smoky engine-house could doubtless be kept clear of smoke if 
a steam-pipe was run around the dome so as to heat the air 
and thus give it an ascending current. 


GRINDING ROOM. 

Near the blacksmith shop a new grinding room for doing 
polishing work has has just been fitted up. We noticed 
no provision for exhausting the air and dust from the grind- 
stones and emery wheels, an omission which, for sanitary rea- 
sons, should never be neglected ; but, we regret to say, gener- 
ally is. 

WASH ROOM. 

The wash rooms and water-closets are worthy of notice. The 
former are provided with 62 fixed basins with hot and cold wa- 
ter. They are set in a soapstone slab, and give every facility 
which could be desired after the day’s work is done. The wa- 
ter-closets, too, instead of being places of abomination, breed- 
ing diseaso and pestilence, are more comfortable and cleaner 
than those found in many “ good ” hotels, 

STORE ROOM. 

A large store and tool room is conveniently located for the 
men. Itis not very unlike similar rooms in other shops, ex- 
cepting for the orderly manner in which it is kept, which is 
perhaps not remarkable when we learn that it is in charge of a 
lady. 

CARPENTER SHOP. 

This is in the west wing of the main building. It is provided 
with two wood-turning lathes, two cross-cut circular saws, two 
slitting saws, two jigsaws, one matcher and planer, and one 
surfacing planer. The work on tenders, cabs, cow-catchers, 
patterns, etc., is done here, 

About 150 feet north of this shop isa wooden building about 
60x100 feet, used by carpenters and others for doing all kinds of 
cabinet work for stations, offices, etc., hand cars, pumps for 
water stations, etc. It is supplied with wood and iron turn- 
ing lathes, drill presses, etc. 

LUMBER YARD. 

Still farther north of this building is the lumber yard, where 
timber of different kinds is piled up and stored to be seasoned 
and kept in readiness for use. 

FOUNDRY. 
The building used for this purpose is, like the main shops, 





built of brick, and is located southwest of the main shops. It 
is about 20x60 feet and has four cupolas. All castings for the 


design the arrangements lose sight of the fact that air must be | 





road west of Toledo are made here, including car wheels. For 
the floor work there are three large swing cranes. The wheel 
work is done on the same system as that used in Whitney & 
Sons’ foundry in Philadelphia. The flasks are placed in two 
rows between and one on each side of the track, which is of 9 
feet 9 inches gauge. On this track two cars or rather movable 
cranes run, mounted on wheels four feet in diameter, which 
give height enough to allow the car or crane to run over the 
tops of the flasks. The metal is handled by these cranes, which 
can be swung round so as to reach each row of flasks, and is 
moved backward and forward by a capstan or wheel on the car, 
so that the metal can be poured from one of these cranes into 
any of the flasks. These cranes were built by Wm. Sellers & 
Co., of Philadelphia. 

The cupolas are charged by an elevator, which i is worked by a 
worm-wheel and drum with clogs, and a rack to catch it in case 
of accidents. 

About 32 wheels are made per day out of Salisbury iron, 
One of them was broken while we were there, and showed signs 
of great strength. Two of Root’s blowers are used for the 
foundry and 

RAIL MILL. 


This mill is used not for making but for mending rails. This 
is done with Baines’ rolls. As this process may be not very 
generally familiar to our readers, a brief description may not 
be uninteresting. We will begin by stating that the rails are 
mended by welding a piece of iron made out of a bar 2} inches 
wide by j inch thick and about two feet long. These pieces are 
made with a peculiarly shaped forked end, thie prongs of which 
are bent down on each side and under the head of the rail, so 
as to hold it in position while in the fire, and when it is passed 
through the rolls and is being welded on. The pieces used for 
the ends of the rails have a fork at one end only, while those 
for the middle portion of the rail have themat each end. These 
pieces are placed on top of the rail and secured »y the forks, and 
the rail is then heated to a welding heat at the place where it 
needs mending. When it is heated it is passed through a set 
of rolls, one of which presses the piece to be welded down in 
top of the head of the rail, thus causing the two to uvite firm- 
ly. ‘Two other disc-like rollers, whose planes are horizontal and 
axes vertical, press the roll in the web, thus preventing it from 
being too much upset while the process of welding is going on. 
The rail is then laid on its side and passed through two other 
grooved rolls similar to those used in manufacturing rails. The 
grooves are made of the form of the rail, and reduce the part 
which is being molded to the proper size andform. The rail 
is then cut off by a circular saw to the proper length and 
straightened, which completes the mend. The building occu- 
pied by the rail-mill is about 200x60 feet, and the rolls are 
driven by an engine with 14x36 inch cylinders. Twenty-five 
men are omployed in the mill, who mend 110 rails per day,about 
halt of which require to be mended inthe middle as well as at 
the ends. This process is considered a very economical method 
of doing the work, and it is thought to be cheaper than mend- 
ing rails by hand. 

ENGINE HOUSE. 


This building is located about 800 feet east of the machine- 
shop, and between it and the station building. It is semi- 
circular, with 29 stalls for engines, but, like neaily all similar 
structures, is much too small for the equipment of the road, 
and will be more so as soon as the orders which the company 
has given for locomotives are filled. 

“BUNK ROOM.” 

It is obvious that the officers of this road regard the comfort 
of their men more than, we are sorry to say, is generally the 
case on other lines. Near the engine-house is the engine 
dispatcher’s office. The second story is devoted to a dormitory, 
or, as the men call it, the “‘ bunk room,” for engineers and fire- 
men, who are obliged to ‘‘lay over” while away from home, 
The room and the beds are kept scrupulously clean ; the room 
is well ventilated, and a bath and wash room are provided on 
the first floor, so that the men can always be comfortable. 

COMMENTS. 

The plan of the main shop at Elkhart is, we believe, worthy 
of study by those who contemplate erecting similar buildings. 
The flat roof and comparatively low walls are certainly less 
costly than they would be if built with a steep “‘ pitch,” and if 
the roof trusses were made of a wide span. The buildings were 
degigned by Mr. Charles Paine, then Chief Engineer of the 
road, but now its General Superintendent. 

The shops at Elkhart are under the charge of Mr. William 


Hill. Mr. James Sedgeley is the Superintendent of Machinery 
of the whole line. 











The Westinghouse Automatic Safety Brake. 


The Westinghouse Air Brake has now been long before the 
public, has been extensively adopted and so thoroughly tested, 
both for ordinary use and as a reliance in case of danger, that 
nothing need be said in commendation of it. In its simplest 
form, as first introduced, it consisted of an air pump worked by 
an independent engine, by which air was compressed to any de- 
sired density into a reservoir under the cab from which air 
was admitted by the turning of a cock, at the pleasure of the 
engineer, in large or small quantities, through a system of pipes 
to tae brake-cylinders, one of which was arranged under each 
car. Here the air pressure acted against a piston, the rod of 
which communicated moticn to the brake levers and applied 
the brakes. The coupling pipes between the cars were provid- 
ed with valves, which were automatically unseated when the 
couplings were united, and automatically seated themselves 
when the connection was broken. Thcse couplings were held 
together by a fastening which secured them in union with each 
other while the train was running, but which permitted them 
to be separated in case of disaster to the train by the breaking 
of a car coupling. In case the train broke in two, the couplings 
would thus separate, and the valves therein would seat them- 
selves and retain in the brake-pipes and cylinders any air 
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WESTINGHOUSE Automtic SAFETY BRAKE. 


Manufactured by The Weslinghe tise Atr Bruke Co. Peisbuugh Pa. 
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pressure which might have been admitted, and, of course, hold 
the brakes to the wheels until the train, or each separate part 
of it, if broken in two, was brought to a full stop. 

While this apparatus has proven to be a very valuable im- 
provement, and as such generally acceptable to railroad men— 
it being in use on about two thousand locomotives and some 
seven thousand passenger cars, and on over one hundred and 
fifty lines of railroad—still experience has shown that it was 
capable of still further improvement, in order to be fully adapt- 
ed to meet ali the requirements which it is desirable that a 
brake she uld fulfil. 

The inventor, Mr. Westinghouse, anxious to make his inven- 
tion as perfect as possible, has, by further improvements, so 
perfected his system that he is confident that it now satisfies 
every requirement or fills every function which a railroad brake 
can reasonably be expected to perform. 

These improvements, in their salient features, are illustrated 
by the drawings published herewith, which, in connection with 
the following description, will, we think, make their construc- 
tion and op¢ ration plain. 

These improvements consist, first, in attaching to each car a 
reservoir auxiliary to the main reservoir on the locomotive, 
which auxiliary reservoir is kept charged with compressed air, 
by means of an independent line of pipe, specially designed for 
that purpose, which leads from the main reservoir back through 
the train and communicates with each auxiliary reservoir. The 
communication from this pipe with each auxiliary reservoir is 
through a triple-valve device of peculiar construction, such 
that by the introduction of compressed-air each auxiliary 
reservoir may be charged therewith, and by lowering the press- 
ure in such pipe—either intentionally or by accident, as in 
case of disaster to the train—the triple valve will shift position 
go as to prevent the escape of air from the auxiliary reservoir, 
except through a pipe which leads therefrom directly to the 
brake cylinder and thereby applies the brakes. The brakes are 
released by again increasing the pressure in the brake-pipe 
referred to, by which means the triple valve is shifted so as to 
open the escape port from the brake cylinder, and also to pro- 
vide for the recharging of the auxiliary reservoir. While by 
this means one mode is provided for applying and releasing 
the brakes, a double line of pipe extending from the main 
reservoir back under the train also enables the engineer to 
apply the brakes as in the old way, so that two independent 
ways are provided for applying the brakes, either of which 
may be used independently of the other when both are in 
order, and without the other when one is broken. Also, these 
devices are so arranged on the train that a car furnished with 
either set or with the old set, as heretofore used, may be made 
up intoa train with cars having the complete outfit above 
indicated. And the pipes of these two systems are so connected 
together with an interposed double check valve, that when 
either system is used all communication with the pipes of the 
other system is automatically closed. 

A further improvement consists in combining with the ap- 
paratus above indicated a trip device which, when a car leaves 
the track, is thereby released so as to open a port in the charg- 
ing pipe of the new system, and thereby lower the pressure 
therein and shift the triple valve above referred to, so as to al- 
low compressed air to pass from each auxiliary reservoir to the 
brake cylinder. 


In the accompanying engravings, figs. 1, 2and3 illustrate the 
application of the improved system to the ordinary passenger 
car, in which A represents a double line of brake pipe, such as 
isalready used, by means of which the brakes are applied by 
admitting air from the main reservoir directly into the brake 
cylinder C, through a common pipe a, shown in fig. 4. By this 
means the brakes are applied in the manner heretofore prac- 
ticed ; but the present improvements include the introduction 
of a third pipe, B, which is kept in continuous open communi- 
cation with the main reservoir on the locomotive. This pipe B 
communicates with the auxiliary reservoirs R by means of a 
branch, 7, anda pipe valve, V, which is shown in enlarged sec- 
tional view in fig. 5. This triple valve has a port, Vi, 
for the inflow of air from the pipe, r, and port 
v2, which communicates with the auxiliary reservoir R, 
and a third port, V3, which by a pipe, v, communicates with 
the brake cylinder C through the double check v1, shown in 
enlarged sectional view in fig.6. The triple-valve devices of 
fig. 5 consist of a valve case, W, and central longitudinal stem, 
w. The upper part of the valve case W is divided into two 
chambers, D and D', by means of a flexible India-rubber dia- 
phragm, d, the outer edge of which is compressed between the 
ring di and a shoulder on the valve case. This ring d! has 
several studs, d2, upon which the cap, W2, screws firmly, hold- 
ing the rubber diaphragm d, and the inner edge of which is in- 
cluded between the upper and lower halves of a compound nut, 
e. This compound nut has a vertical sliding motion on the 
stem w, and in thus sliding up and down, with a greater or less 
pressure of air above or below, it alternately covers and 
uncovers an annular port i, which is made by reducing the 
diameter of the stem w, at the appropriate place. This annular 
port, i, at its upper end communicates directly with the upper 
chamber D, and at its lower end with the lower 
chamber Di, by means of the port i. The stem 
w has a valve, s, near its lower end, which by 
suitable packing sits on an annular ring, s!, which surrounds a 
port, 0, by means of which port communication is effected be- 
tween the chamber, D1, and the port V3, which leads to the 
brake cylinder. The lower extension of the valve case W con- 
tains a valve, u, which seats upwaidly against two annular rings, 
ul, from between which rings the ports uw? lead out to the es- 
cape ports,U. The stem us of the valve u is surrounded by an 
annular passage, 0’, so that the air escaping from the brake 
eylinder through the port V? may, when the valve u has become 
unseated, pass by the ports 01 and u?2, out at the escape ports 
U. This valve u is pressed to or toward its seat by means of 
a spiral spring, w2,and is forced from its seat by means of a 
pin, #, and crosa-bar, e?, the ends,of which cross-bar are fixed 





in the compound nut e and which passes through and moves 
up and down inaslot made in the stem w for that purpose. 
The stem w is pressed downward by a spring, 1, so as to 
press the valve s to its seat; and it carries at its lower end 
a tapering plug, s?, which occupies the bore of the port 0, and 
acts as a guide for the stem w. ; 

The operation of the devices thus described may be briefly 
stated. The air pressure is transmitted back through the pipe 
B,and by the branch r enters the port Vi of fig. 5 and the 
upper chamber D. Acting downwards on the diaphragm d, it 
depresses the compound nut e, so as to uncover the upper 
end of the annular port 7, and allow the air thus introduced to 
pass through the ports i, 2! into the lower chamber D1, and 
thence by the port V2 into the resorvoir R of fig. 2. In this 
way this auxiliary reservoir R is kept continually charged with 
compressed air. At the same time, the downward motion of 
the compound nut e acting through the cross-bar e? on the pin 
e’ (the valve being held to its seat by the spring w', or by 
air pressure) unseats the valve u, and leaves an uninterrupted 
communication for the escape of air from the brake cylinder C 
of fig. 2 through the ports V%, 01, u2 and U. Hence the brakes 
will in such condition be off, or disengaged. 

If now the engineer dasires to apply the brakes, he allows air 
to escape from the pipe B, the result of which is that the 
pressure is reduced in the chamber D, so much so that the 
back pressure of the air in the resorvoir R, acting back through 
the port V2 against the lower side of the compound nut e, will 
cause the nut to slide upward on the stem w, so as to close 
the annular port i, and, seating itself against the annular ring 
w, will make an air-tight joint therewith, and prevent the 
escape of air in a backward direction. This pressure also re- 
sults in compressing the spring w', and, at the same time, lifts 
the valve s from its seat, and opens communication from the 
chamber J through the ports o and V to the brake cylinder 
C, so that the latter will thereby become charged with com- 
pressed air and the brakes be applied. Also, and at the same 
time as the compound-nut e goes upward, it relieves the down- 
ward pressure on the valve u, so that the spring w?, in the 
lower end of the valve-case, acting upward on the under side of 
the valve, will seat the same before the valve s has left its seat, 
and thereby prevent the outflow of air at the ports U. 

It will be observed that the efficiency of this apparatus de- 
pends simply on the greater or less amount of air pressure 
above or below the diaphragm d. When this pressure is the same 
above and below, the valves s and wu will be seated, and the an- 
nular port i will be closed. The least increase of pressure 
above the diaphragm will, in the manner described, further 
charge the reservoir and at the same time open the lower valve 
u. With the least decrease of pressure the valve s wiil be 
raised slightly, so as to cpen the part o and permit the flow of 
air from the reservoir R to the brake cylinder 0, which flow 
will continue until there isa equilibrium of pressure in the 
chambers D and D1, and then the valves will be reseated and 
the port o closed, 

Thus the force with which the brakes are applied to the 
wheels is regulated by the amount of reduction of pressure in 
the pipe B, which matter is under the control of the engineer ; 
and to apply the brakes suddenly and with full power, the en- 
tire air pressure in the pipe B may be allowed to escape, in 
which case the valve s will be opened wide and remain so until 
by recharging the pipe B the equilibrium is restored, aad if 
the pressure be further increased in the chamber D, the valve 
u will be unseated and the brakes released. 

The compressed air, whether admitted from the pipes A A 
or by means of the triple valves from the receiver R, enters 
the brake cylinder C through the same pipe; bet communica- 
tion from one set of pipes to the other is prevented by intro- 
ducing, as shown in fig. 4, a double check valve v1, which is 
shown in enlarged sectional view in fig. 6. The pipe a, which 
leads from the pipe A, enters at the port a1, and the pipe v, 
which leads from the reservoir R, enters at the port a2. These 
two ports a! and a? open into a common chamber, a3, in which 
chamber is arranged a double-ended check valve, a+, which is 
made somewhat shorter than the chamber, so that it may move 
in either direction and seat either way. From this central 
chamber a3, a side port, a‘, leads directly to the brake cylinder 
c. If air be admitted at either port, a! or a2, the opposite 
port will be closed by the check valve a+, being thrown over so 
as to leave an uninterrupted communication into the brake 
cylinder through the port a*. The valve a+ is provided with 
wings which act as guides, between which are open passages 


-for the flow of air around and past the valve seat. 


Since with the pipe B the brakes are applied by reducing the 
air pressure therein, the pipes B are united between cars by 
means of couplings which do not contain valves; so that when 
the cars become separated intentionally or by accident, and 
these couplings are disunited, the escape of air from the pipes 
applies the brakes throughout the whole train. 

Couplings suitable for the pips B are shown in plan and sec- 
tional views in fig. 7. These couplings are made each in two 
parts, K and K', each part having a male half, x, and a female 
half, ki, the joints of the male and female parts being covered 
by an elastic packing ring, k2. For convenience in coupling 
and uncoupling, spring hooks and levers are provided, so that 
the brakemen, in grasping the couplings, depresses the levers 
and raises the hooks atone operation. As each coupling has 
both a male and female part, it is obvious that a car may be re- 
versed in position and still readily be coupled to any other car 
of the train. The pipes B, on each carare provided with cocks, 
Bi, near each end, all of which remain oper. when the train is in 
running order, except the last one on the rear car, which is 
closed. When a car is to be detached from the train, both 
cocks, B1, of that car are to be closed so as to retsin the pressure 
of the air therein and prevent the application of the brakes. 
In such a case, if the air leaks slightly from the pipe B, the 
valve s, of fig. 5, will be raised slightly from its seat, and the 
air pressure will pass slowly from the reservoir R through the 
port o to the brake cylinder. In order to prevent 





the application of the brakes in this manner, an escape valve, 
Y, which is shown in enlarged sectional view in fig. 8, is ar- 
ranged in the pipe v. ‘~ » fig. 4.). Connection is made with the 
pipe v by the port y, with port opens into a chamber occupied 
by a plug y!, which is made a little shorter and a little smaller 
than the chamber, and has a valve-shaped upper end, £0 as to 
seat upward when the pressure is great and close the escape 
port y2. But in the case supposed, the pressure caused by 
leakage being small, the air which escapes into the brake cylin- 
der will pass readily by the port yup and around the plug y', 
without lifting it to its seat, s»  *cape at the port y?. This 
plug y! is proportioned so that it will not be raised unless the 
leak is so great as to require attention. As already stated, any 
opening in the pipe B will result in the application of the 
brakes to the wheels throughout the whole train. To secure 
this result in case of a car leaving the track from the breaking 
of arail,or from other cause, a tripping device is connected 
with the pipe B in such way that in case of an accident such as 
last referred to, such trip will strike the rail or ties, and thereby 
disengage a spring which opens a valve in a valve-case and 
thereby discharges air from the pipe B. This tripping device 
is shown at G, in figs. 1,2 and 4, in its general arrangement, and 
the particular features of construction are illustrated in figs. 4, 
9and10. The tripping arm g, which is made extensible, as 
shown in figs. 4 and 10, extends down to within such proximity 
to the track that in ordinary use it will run clear, but when a 
car leaves the track, a cross-bar, g°, thereon will necessarily 
engage the rail, ties, or ground. At its upper end it projects 
inside of the frame or box g', and is fastened to a plate, g-, in 
such position that, being thrown out of line in any direction, it 
will, the edge of the plate acting as a fulcrum, raise the center 
of the plate against a pin, h, the opposite end of which pin 
bears against a horizontal bar, hi. This bar hk! has a spiral 
spring, 2, at one end, at or near the end by which it bears 
against the bent lever L of fig. 9, and so arranged as, when free 
to act, it will, in the manner presently to be described, shift 
the valves in the valve-case Z1, and discharge air from the 
pipe B. The bar hi on the opposite of the box g! has a 
lug or catch, h3, which, when the apparatus is in run- 
ning order, is, by drawing back the bar 1, caused 
to engage the box g! in the manner shown in fig. 10, 
and thereby compress the spring 2 and allow the lever L of 
fig. 9 to be in the position shown in this figure. The port 
B2 has an open pipe communication with the pipe B, and the 
port A! either communicates with the external air, or, when 
the two systems are used together, communicates by a cross- 
pipe, A? (fig. 2), with one of the brake pipes A, and thence with 
an alarm whistle on the locomotive, so that the escaping air 
shall give a signal to the engineer of the accident that may 
have occurred. When the port A! is connected with the pipe 
A, a common check valve is arranged in the pipe <A? to prevent 
the air passing to the valve box shown in fig. 9. This valve is 
shown in fig 1 at As. 

Between the ports B? and A! of fig. 9 are a valve and a valve- 
seat with springs, as shown, such that when the train is in 
running condition, communication will be closed between the 
two ports. But incase of accident, the spring bolt /1 is, in the 
manner above described, shifted so as to release the lug or 
catch A3, and then tbe spring h2 acting thereon forces it end- 
ways against the lever L of fig. 9, whereby the valvei will be 
opened and air will be discharged from the pipe B through 
the ports B: and A, and thenin the manner already described 
the brakes will be applied in consequence of the reduction of 
the pressure in the upper chamber D of fig. 5. 

By means of the valve shown in fig. 9 (its place in the appa- 
ratus being indicated at L’, fig. 1), aud suitable connection 
from the lever L to the inside of the car, provision is made by 
which the conductor or other employee may, at pleasure, ap- 
ply the brakes, without waiting to communicate a signal to 
that effect to the engineer, though, as already stated, at the 
same time that the conductor thus applies the brakes he wiil 
give a signal of such fact to the engineer by means of the 
whistle or other alarm above referred to. When the brakes 
are applied in any part of the train, the communication between 
the pipes B and A must be kept open ; for, if closed, the brakes 
will be released by the pressure being restored in the pipe B. 

The arrangement of the lever for applying the brakes from 
the inside of the cars is shown in fig. 2at L*, The outer end 
of this lever has a connection extending inside of the car, 
while the other end is fastened in a jaw fixed to the bottom of 
the car. This lever /* passes under the arm L2 (forming a 
part of the lever LZ) in such a manner that the valve / will be 
raised when the outer end of the lever J’ is raised by the con- 
nection extending to the inside of the car. 

While there is only one of the valve devices shown in fig. 9 to 
each car, there are two tripping arrangements, one striking by 
its bar, h, directly against the arm J ; while the other is con- 
nected to the arm L by a strong wire extending thereto from 
its bar, hi. One of these tripping devices would answer if 
arranged in the center of the car, provided that the cross-bar 
g* could be run close enough to the rail. In practice it is 
found best to use one near each end of the car, where there will 
be a sufficient downward motion, when the car leaves the 
track, to insure the application of the brakes by the cross-bar 
g* striking the rail or ties as described. 

Another material improvement which has been introduced 
by Mr. Westinghouse consists of an automatical operating ar- 
rangement by which the slack motion caused by the wearing 
away of the brake shoes, or by the bending of the brake levers 
or the stretching of the brake rods, shall be taken up from time 
to time, as it occurs. The features of this improvement are 
represented in enlarged view in figs. 11, 12 and 13, and their 
connections with the brake rods and levers are clearly illustrated 
in fig. 2. 

The brake cylinder Cis attached to the bottom of the car. 
It is provided with the usual piston and stem F, from which 
the brake lever f makes connection, directly or indirectly, with 





one of the brake rods fi. To the opposite end of the brake 
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cylinder C is fastened a ratchet bar, G, having a slot as shown. 
A like ratchet bar, G1, extends along parallel with it, and a box, 
G2, surrounds them both, as shown ; but such box is so shaped 
that while otherwise free to slide easily back and forth on the 
ratchet bars G and @1, such motion will be prevented except 
at the proper times by the pawls g and g!, which pawls engage 
the ratchet teeth and are held down to their work by springs, 
as shown, and are released for purposes of readjustment by 
thumb-pieces. The bar G1 extends past the brake cylinder, 
and its prolonged end passes through a guide, F1, which pro- 
jects out from the piston stem} and has a series of holes in 
which to insert pins or stops, n x1. It also passes through a 
bracket, h, between which bracket and an adjustible nut, h1, is 
a spiral spring, h?, which spring presses the bar G! against 
the pawl g. The box @2 has pivoted thereto a forked lever, 72, 
as shown, which lever is connected with the opposite brake rod 
fs. The levers ff? are connected together between their pivot- 
ing points by a tie-rod, f+, through which an equal force is ap- 
plied to each of the rods fi fs, which can be varied according 
to the greater or less pressure of air, according as the pivoting 
points of the tie-rod y+ are shifted one way or the other along 
the levers f 2. 

When the brake shoes are properly adjusted, the levers and 
rods should be so proportioned that the piston in the brake 
cylinder C will have a travel of ubout ten inches when the 
brakes are applied with the greatest power. In the movement 
of the piston F, the arm F' attached thereto slides freely on the 
adjacent end of the bar G1. Ata point not inside of the ex- 
tremity of its longest motion, a stop or pin, n, is inserted in 
one of the holes of the bar G1, and a like pin or stop, n', is in- 
serted just back of the position which the arm F1 occupies when 
the brakes are fully released. Then the arm /' will, in the 
operation of the brake, slide back and forth between these 
stops or pins. As the shoes wear away by friction, or as the 
levers spring or bend, the piston stem F, and with it the arm 
F1, will necessarily have a longer travel, and hence with each 
outward thrust will engage the stop or pin n, and thereby shift 
the bar G1 in the same direction, and in doing so compress the 
spring Az. 

When the length of increased travel thus occasioned is equal 
to the distance between two of the notches of the bar G1, the 
bar will be shifted one notch to the right, and the pawl g will 
engage the next tooth. 

When the brakes are released and the piston stem F travels 
back, the elasticity of the spring i? forces the bar G1 to the 
left, and by means of the pawl g carries with it the box G2 an 
equal distance to the left and causes the pawl g! to shift its posi- 
tion to the next notch in the ratchet bar G, and thereby in- 
creases the distance between the pivoting points of the levers 
fand 72, and draws the opposite ends of the levers which are 
attached to the brake rods /1 and f* so much nearer together. 
In this way the pivoting points of the brake levers relatively 
to each other are shifted to an amount such that the brake 
shoes will have the same position relative to the wheels as 
when first adjusted, and the slack motion caused by the wear- 
ing away of brake shoes cannot at any one time be greater than 
the distance between two adjacent notches of the ratcbet bar, 
which is an inch and a quarter, representing about 3; of an 
inch to each shoe. 

As the arm Fi comes back, it strikes the pin m1 and assists 
the spring h2 in shifting the position of the bar G1, in the 
manner above described, and this operation is further facili- 
tated by means of a lever shown at H, which is pivoted at one 
end to the arm F', and at its other end to a rod H1 operating 
against a spring H2, and with tie-rods, H+, extending from be- 
tween the pivoting points to a bracket on the opposite end of 
the cylinder, against which the spring H? hasits bearing. 

When the brakes are released, the spring H2, acting on well- 
known principles. imparts a more rapid reverse motion to the 
piston and its stem Fsoas to release the brake shoes more 
quickly, andat the same time brings the arm F1 with more 
force against the pin n', and thereby effects the readjustment 
or the taking up of the slack motion with greater certainty. 

It will be observed that the lever His bent, and that as the 
piston stem F comes back, the spring H2, though weaker 
toward the latter end of the backward stroke, still acts more 
nearly ata right angle to the shorter arm of the lever, aud 
consequently with greater force, 80 as to be most efficient at 
the conclusion of the reverse stroke of the piston, at which 
time there is little or no co-operation of other agencies in ef- 
fecting this reverse movement. In this apparatus no adjust- 
ment of the brake shoes is required except that which is made 
when they are put on new. 

Mr. Westinghouse has also made an improvement in brake 
beams,and in the mode of attaching the brake shoes and hang- 

; ing the brakes to the trucks, as represented in figs. 14, 15 and 
16. The beam consists of tie-rods, a, which by opposite heads 
have each a bearing at each end on the outside of the shoe- 
holders b, and a truss arch consisting of two pieces of gas pipe 

c, each of which bears at its outer end against the inside of the 
shoe-holders 6, and at its inner end against an interposed 
‘frame, d, by which the truss and tie-rods are connected togeth- 
er, and through which connection is made with the brake-rods 
by the jaw bolt d!. The brake shoes e are slipped on to the 
holders-b and held in position by means of rotating hooks e1, 
and the shoes and holders are so shaped that they are reversi- 
ble; that 1s to say, the same shoe, being inverted, may be 
slipped on to and fastened to either shoe-holder, and on their 
faces they have a taper adapted to the coning of the wheels. 
These devices are hung to the truck-frame by links, 61, and the 
lower ends of these links are held in place in the shoe-holders 
b by means of the shoes e, and on the removal of the shoes e 
the links J may be slipped out of their seats in the shoe-hold- 
ers and new shoe-holders or new links inserted at pleasure. 
The safety chains b? are an additional device for carrying the 
brake beam in case of accident. Each chain extends from the 
truck frame down to the clamp, b%, which encircles and more 
effectually holds together the tie-rods a and the truss-bars c. 





To prevent the tipping of the shoes as they move from the 
wheels, the crown of the arch is connected by a link, d2, with a 
strap spring, ds, which has sufficient strength to carry the 
weight suspended thereto, and sufficient elasticity to yield 
when the brakes are applicd. The length of the link d? is such 
that, as the brakes swing back away from the wheel, the links 
bt and d? have a parallel motion. Or, in other words, the brake 
shoe e while moving fiom the wheel will preserve an equal dis- 
tance therefrom from one end to the other of its face. The ad- 
vantage of this arrangement will be apparent to those experi- 
enced in railroading, who not unfrequently observe a brake 
shoe touching the wheel at one end and an inch or an inch and 
a half from it at the other end, which represents an average of 
half an inch of lost motion to cach shoe, requiring a movement 
of eight inches of the piston. 

These improvements have been used for some time on several 
lines, and the inventor confidently makes the following claims 
for them : 

‘The apparatus has been thoroughly tested and has proven 
to be all that can be claimed for it. It provides for the attain- 
ment, with all the certainty that can be anticipated in connec- 
tion with mechanical appliances of any kind, the following re- 
sults, which are of the greatest importance, both to the travel- 
ing public and to all interested in the operation of railroads: 

“ist. The greatest attainable security against disaster in 
case of avcident. 

“2d. The most effective means yet devisedof guarding 
against the occurrence of accident, by placing the train under 
the control of the engineer, and enabling a passenger or em- 
ployee to stop the train instantly, in case of great emergency ; 
and, 

‘“*3d. By a more perfect construction of apparatus to render 
the operation of the train—particularly of the brakes—more 
effective and prompt.” 

There can be no doubt that the great success of the brake as 
originally introduced was legitimate and well deserved ; and 
its success and the demonstration it has made of the skill of 
the inventor and his appreciation of the qualities needed ina 
power brake rightfully incline railroad men to consider care. 
fully and favorably the improvements which he believes to have 
made his invention as nearly perfect as a brake can be, 
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—Mr. E. R. Ford, long a director of the Albany & Susque- 
hanna R:ilroad Company, died at his resid-1we at Oneonta, N. 
Y., July 23. 








ELECTIONS AND APPOINTMENTS. 





—tThe first board of directors of the newly organized Iola & 
Arkansas River Railroad Company is as follows: John Francis, 
J. A. Christy, A. W. Beck, D. Harville, C. N. Weller, Iola, Kan.; 
T. H. Davidson, F. Butler, T. W. Wilson, Kalida, Kan.; W. H. 
Makeany, Garnett, Kan. 


—Mr. T. J. Hamer has been appointed Master of Machinery 
of the Chesapeake & Ohio Railroad, and will have charge of the 
motive power and machinery of the whole line. Mr. Hamer has 
heretofore been Master Mechanic of the Western Division. 

—The stockholders of the new Iron Mountain, Chester & Eas- 
ter Railroad Company (formed by the consolidation of the 
Chester & Tamaroa and Chester & Iron Mountain Companies) 
met in St. Louis July 24 and chose the following directors : Ed- 
win Harrison, Robert Rankin, St. Louis ; D. C. Barker, Tama- 
roa, Lil.; J. C. Holbrook, Chester, Ill.; R. M. Davis, Pinckney- 
ville, Iu.; F. W. Tracy, C. A. Beecher, Springfield, Il).; W. B. 
Stephenson, Cincinnati, O.; W. P. Cutler, R. R. Dawes, E. C. 
Dawes, Marietta, O.; W. G. Barnard, Bellair, O.; F. W. Jones, 
New York. The board organized by electing officers as follows : 
President, W. P. Cutler ; Vice-President, R. R. Dawes; Treas- 
urer, E. C. Dawes ; General Superintendent, D. C. Barker. 

—Mr. J. B. Kennedy, who was recently chosen President of 
the Shenandoah Valley Railroad Company in place of Thomas 
A. Scott, resigned, having declined the position on accoant of 
ill health, the board of directors, at a meeting held in Charles- 
town, W. Va., July 22, elected Mr. McClelland, of Chambers- 
burg, Pa., President of the company. 

—Mr. J. 8S. Redfield has been appointed General Superinten- 
dent of that portion of the Northern Central Railway which is 
north of Williamsport, Pa. Mr. Redfield has been for some 
time Division Superintendent. 

—At a meeting held in Shreveport, La., July 17, the stock- 
holders of the Shreveport & Southwestern Railroad Company 
organized by the election of the following directors: W. E. 
Hamilton, Benjamin Jacobs, Isaac Kahn, N. W. Murphy, 
George Peyton, Thomas Poland and B. Witherspoon. W. 3. 
Haven was chosen President; J. M. Foster, Vice-President; L. 
L. Tomkins, Treasurer, and F. A. Leonard, Secretary. 


—Mr. Henry Tyson, late Manager of the Baltimore street rail- 
roads, and furmerly in charge of the motive power cf the Bal- 
timore & Ohio Railroad, who was recently chosen Fourth Vice- 
President of the Erie Railway Company, is to bave ag his de- 
partment the rol ing stock and machinery of the road. 

—Mr. Howard Fry, late Master Mechanic of the Eastern por- 
tion of the Grand Trunk Railway, is appointed to take charge 
of the locomotive department of the Erie Railway, and will 
probably have the title of Supervisor of Locomotives, 

—At the annual meeting of the Portsmouth, Great Falis & 
Conway Railroad Company, in Portsmouth, N. H., July 15, the 
following directors were elected : Ichabod Goodwin, William H. 
Y. Hackett, Benjamin T. Reed, Geurge W. Burleigh and Thorn- 
ton K. Lothrop. The road is leased by the Eastern Railroad 
Company. ‘ 

—At the annual meeting of the Eastern Railroad Company of 
New Hampshire, in Portsmouth, N. H., July 15, the following 
directors were elected : Benjamin T. Reed, Walliam H. Y. Hack- 
ett, Robert W. Hooper, Ichabod Goodwin and Frederick W. 
Choate. The road is leased by the Eastern Railroad Company 
of Massachusetts, forming a part of its main line. 


-At the annual meeting of the stockholders of the Portland 
Company, at Portland, Me., recently, the following directors 
were chosen: J. B. Brown, 8. E. Spring, E. H. Davies, H. M. 
Payson, H. N. Jose, H. J. Libby, Joseph Walker. 

—Mr. George T. Benedict, formerly Superintendent of the 
New London Northern, has been appointed General Freight 
Agent of the Cincinnati, Sandusky & Cleveland Railroad. Mr. 
J. C. Buxton, heretofore Superintendent and General Freight 
Agent of the road, will hereafter be Superintendent only. 


—At a meeting of the directors of the Cairo & St Louis Rail- 











road Company in St. Louis, July 23, Mr. F. Bross, of Cairo, 
Il!,, was chosen a director and Secre ary of the company in 
place of D. Hurd, who has resigned and removed to Colorado. 








TRAFFIC AND EARNINGS. 





—The earnings of the Kansas Pacific Railway for the second 
week in July were: from passengers, $26,285.56 ; from freight, 
$44,448.89 ; mails, $2,055.31 ; total, $72,789.76. Of this amount, 
$2,385.10 was for transportation of troops, mails and govern- 
meut freight. 

—The earnings of the Marietta & Cincinnati Railroad for the 
third week in July were : 1873, $33,246 ; 1872, $35,542 ; increase, 
$2,704, or 7§ per cent. 

—The earnings of the St. Louis & Southeastern Railway (con- 
solidated) for the second week in July were : 1873, $17,187.30; 
1872, $14,454.53 ; increase, $2,732.77, or 183 per cent. ‘The earn- 
ings for the week were affected to some extent by the operation 
of the new railroad law, the harvest and the prevalence of chol- 
era at some points on the line. 

—The earnings of the Chicago & Northwestern Railway for 
the third week of July were : 1873, $284,595 ; 1872, $239,587 ; in- 
crease, $45,008, or 18} per cent. 

—The earnings of the Milwaukee & St. Paul Railway for the 
third week in July were : 1873, $167,470 ; 1872, $94,856 ; increase, 
$72,614, or 765 per cent, 

—The earnings of the Philadelphia & Erie Railroad for the 
month of June were: 1873, $353,943 ; 1872, $309,660; increase, 
$44,283, or 14} per vent. For the six months ending June 30 
the earnings were : 1873, $1,964,523 ; 1872, $1,787,846; increase, 
$176,677, or 9} per cent. The earnings per mule for the six 
months were : 1873, $6,821 ; 1872, $6,208; increase, $613, or 9} 
per cent. 

—The San Francisco Bulletin gives the following statement 
of the freight brought to that port by the Pacitic Mail Com- 
pany’s Panama line for the first two quarters of the present 
year: 





Second 
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By the Japan and China line the receipts for the same period 
were as follows: 





First Second 

Quarter. Quarter. 

Dor WOW. Terk, O06. BMH... < cecvcsscscecsccass 1,552 2.226 
BE i icindcccccticccacccacesccsoses 3,632 4,167 
IR CAndashansinneddgcdcccaensvenses<wd 5 184 6,393 
NE SE TR SIT ao sinc even cccdsiccdevnccccccces 2,959 2,565 


—The following statement of the earnings and expenses of 
the Northern Central Railway for the six months ending June 
30 has been published : 








1873. 1872. Increase. p. c. 

eee $2,403,409 47 $2,076,552 33 $426.857 14 1534 
eee 1,828,638 77 = 1,667,453 77 «161185 00 95g 
Net earnings ........ $574,770 70 $409,098 56 $165,672 14 40% 


The percentage of expenses to earnings in 1873 was 76.09 ; in 
1872, 80.30. The gross earnings per mile for the six months 
were : 1873, $6,732 ; 1872, $5,817 ; increase, $915, or 153 per cent. 

—The earnings of the Great Western Ruiilwsy of Canida for 
the week ending July 11, were: 1873, £23,876 ; 1872, £20,136; 
increase, $1,741, or 18 per cent. 

—The earnings of the Grand Trunk Ruilway of Canada for 
the week ending July 12 were: 1873, £37,700; 1872, £34,400; 
increase, £3,300, or 93 per cent. 








The Effect of “Non-Discriminating” Rates. 

Several of the railroads which lead into this city will show 
decidedly diminished receipts for the month of July, owing to 
the strict enforcement of the new railroad law. In some cases 
this decrease of earnings will not be permanent, since it is to a 
considerable extent due to the fact that the ireighting- 
business was anticipated quite largely during the month uf 
June. But thegrain-carrying business west of the Mississippi, 
as well as the cattle trade, is largely diverted southward tu 
Quincy and St. Louis and other river points, whence eagy ship- 
ping facilities eastward are attainable. 

Just now there is a new element of*dissatisfaction intro- 
duced among the people caused by the railroad 
companies refusing to = stock and material free to the State 
fairs, which are to be held early in the fall. The railroad men 
hold that a just construction of the new railroad law would 
make concessions of the kind unwarranted and even prohibited 
discriminations. It is -possibie, however, that semething 
may arise to cause the companies to reconsider their 
present purpose in that respect. The Railroad Commis- 
sioners have given an opinion that such action would be legal, 
but the Commussioners are not the courts, and have not nearly 
so good legal advice as the railroad companies. 

Illinois Central. 

This company reports no actual or prospective falling off in 
receipts on account of the operation of the new law, although 
in very many respects the operation of the law is oppressive 
and bad. 

London journals of the 19th cf July had announcements of 
the offering of this company o7 $3,000,000 of the 7 per cent. 
gold bor ds of the New Orleans, Jackson & Great Northern Rail- 
road Company's, and an equal amount of simi.ar bonds of the 
Mississippi Central Company, payable in 1912, the price being 
£174 per $1,000 bond for the New Orleans, Jackson & Great 
Northern and £176 for t’xe Mississippi Central bonds, with inter- 
est accrued since July 1 on the first and since May 1 on the 
second, and with the chief part of the payment deferred 
until October so as to make the proper issue price about £170. 
These bonds, with $10,000,000 more to be used almost exclu- 
sively to retire the existing bonded debt of the two companies, 
are a first mortgage on all their property and also on the exten- 
sion of 106 miles to Cairo now well under way and partly com- 
pleted. The Illinois Central has agreed, in consideration of a 
contract for a working agreement, to purchase yearly, for 30 
years, at a — not exceeding par in cirrency, $100,000 of 
each issue of these bonds, thus covering the $6,000,000 now 
oftered. The Illinois Central also offered to pay on presenta- 
tion the principal and accrued interest of the remainder of its 
construction bonds ($3,338,500), not due until April 1, 1875, to 
such holders as will apply the payments to the purchase of the 
issues offered. 

Subscriptious were received at the Illinois Central Railroad 
Company's offices in London and New York, at the New York 
office of the Southern Railroad Association (which works the 
two roads bonded) and by bankers in Amsterdam. 

‘his makes it necessary for the Dlinois Central to provide 
$200,000 a year for the purchase of the bonds, which, having 
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poosttnd for the principal of the construction bonds, it can 
ardly find burdensome, and of course they remain its proper- 
ty alter such purchase. 


Chicago Freight Rates. 

Tne new non-discriminating rates have not worked well in 
all cases, and revisions are the order. The Chicago, Rock 
Island & Pacific has revised its tariff throughout, largely re- 
ducing rates, and bringing the rate per hund on coarse 
grain from Peoria to Chicago down to 13 cents, which will en- 
able it to compete with the canal and the east-and-west roads. 
There has also been a general revision of rates on lumber to 
West Missouri and Kansas points, by which the rate per hun- 
dred will be 35 cents to Kansas City, Leavenworth, Atchison, 
St. Joseph, Boorville and Sedalia from Chicago, and 18 cents 
from St. Louis, Louisiana, Hannibal and West Quincy. 
It is also agreed to charge for weights above 20,000 pounds 
= car-load, and to weigh the cars regularly in order to col- 
ect on all excesses, which is an important matter, as car-loads 
of green lumber have been found to weigh 15 and even 17 
tons—a dangerous weight with a small journal, though other- 
wise cars rarely suffer from it. 


Chicago & Northwestern. 

In advance of the annual report a statement of the earnings 
and expenditu:es of this company for the last fiscal year (end- 
ing with May last) has been made. It shows the gross earnings 
to have been $12,736,606.75, an increase of $1,347,079.97 over 
the previous year. The earnings were derived as follows : 


~ 


From first-class passengers. .........ssecceccsceeesccees $2,931,805 03 
From second-class parsengers........2.-2-.seceeseecees 393,985 60 
FTOM CXCULBIONS...... 2c ereccccrccecccccescccceccccoes 85,033 1) 
From commatation......cccccccsocece cocccccccccscccs 198,953 55 
From freight .........--22-e.eeccccccescccecs coccce reece 8,511,471 47 
From transportation of milk. .........ccccccece secceeee 102,788 78 
From transportation of express matter ........-...... 237,530 75 
From transportation of mails...... ...00..sccceeeee eens 205,337 31 
From transportation of extra baggage..........-----+0- 14,580 66 
From miscellaneous SOurces. ........ccccccccccecccccecs 155,195 50 


The operating expenses were $7,776,168.13. In the various 
works of construction carried on during the past year there 
have been expended $4,459,720.12, and for new equipment 
$1,438,013.96. The total charg:s for the year on accouut of ex- 
tensions and the construction of new lines amount to $7,756,- 
479.74. Notwithstanding these enormous outlays, which, to- 
gether with the operating expenses, foot up alarger outlay than 
was ever before made by avy corporation in the Western States 
during one year, the company declared two dividends of 34 per 
cent, on the preferred stock and one of 3§ per cent. on the 
common stock. The gross sum representing the road is 
$63,115,551.66, of which $14,993,020.40 is common stock and 
scrip, and $21,484,063.42 preferred stock. 


OLD AND NEW ROADS. 


[CONTINUED FROM PAGE 399.) 
Northwestern Union. 

The last rail of this new road was laid July 27, the track layers 
from the two ends of the road meeting about seven miles south- 
east of West Bend, Wis. Trains will be run over the road in a 
few days. 

The road (commonly known as the Fond du Lac Air Line) 
extends from Milwaukee, Wis., northwest to Fond du Lac, 67 
miles. Nearly all the gradiug was done and some little track 
laid last year. It has been built in the interest of the Chicago 
& Northwestern, to which company it is to be leased. The dis- 
tance from Chicago to Found du Lac by this line is 152 miles, 
against 177 by the Northwestera’s old line, (Wisconsin Division). 
Lafayette, Muncie & Bloomington. 

In the Tippecanoe (Ind.) Circuit Court it has been decided 
that tue ratirvad act passed at the spceial seasion of the State 
Legislature, requiring railroad companies to issue stock paid 
for by corporations to taxpayers, etc., is unconstitutional, and 
is therefore null and void. The Court ho.ds that the stock is 
the property ot the whole people, and is held in trust by the 
County Commissioners. An appeal will be taken to the Supreme 
Court. 

This decision will allow the whole amount of stock in this 
company taken by the counties of Banton, Tippecanoe, Clinton, 
Madison and Delaware, amounting to over $600,000, to be voted 
on at the next election by the Commissioners of those counties. 
It is said that this will probably result in an entire change of 
the management. 

The completed portion of the road is leased to the Toledo, 
Wabash & Western. 


Vermillion Valley & Northern Pacific. 

Mr. J. H. Austin, Chief Eagineer, has completed the prelimi- 
nary survey of this road, watch is to extend from Vermillion, 
Dakota, north to a conuection with the Northern Pacific, a dis- 
tance of about 309 miles. He —= that the road can be 
very cheaply constructed, especially the first 150 miles, on 
which the grading is exceediugly liyht and very few bridges 
will be required. 


New Mail Route. 

An extension of mail service has been ordered over the 
Texas & Pacific Ra lroad from Loagview, Tex., to Dallas, 122 6 
miles, at a yearly compensation of $9,808. 

Providence & Worcester. 
Through trains are to be ran from Providence to Ashland, 


Mass., over this road and the Milford & Woonsocket and Hop- 
kinton railroads, 


Boston & Providence. 

The third track has been completed for about a mile and one- 
half, between Hyde’Park aud Reedville. The work on an ad- 
ditional mile, between Forest Hills and Mount Hope, is nearly 
completed. 


Indianapolis, Oincinnati & Lafayette. 

A telegram announces that this company has accepted the 
terms ofiered and will remove its shops trom Cincinnati to In- 
dianapolis. 

Cairo & St. Lonis. 

Ata meeting of the directors held in St. Louis, —_ 23, the 

contractor’s time for comple ing the road was extended until 


January 1, 1874. ‘Track laying will soon be commenced from 
Cairo, Ll., northward. 


Boston & Lowell. 
Work has been commenced on the new freight yard and depot 
at Lowell, Mass. 


Nashua & Rochester 


The contract for laying the track from Rochester, N. H., and 
Epping, has been awarded to Wait Hurlbut, of Underhill, Vt. 


Bennington & Glastenbury. 


There is talk of extending this road from its present termi- 
nus at Glastenbury, Vt., east to the Connecticut River. 


Oolorado & New Mexico. 


Aiticles of incorporation of this company have been filed in 
the territories of Colorado and New Mexico. The road to be 
built is from the western terminus of the Atchison, Topeka & 
Santa Feroad in a westerly and southwesterly direction 
through the counties of Bent and Las Avimas, in Ceienatin, to 
Santa Fe in New Mexico; and alsoa road from the most suita- 
ble point on said line through the counties of Bent and Las 








Animas to Trinidad, and also a road to Pueblo. The incorpo- 
rators (who are all connected with the Atchison, Topeka & 
Santa Fe Company) are: Joseph Nickerson, Isaac T. Burr, 
Thomas Nickerson, Alden Speare, O. W. Peabody, Geo. P. Wil- 
bur, Benj. P. Cheney, Chas. W. Pierce, Henry Strong, J. 8. 
Nickerson and A. B. Lawrie, all of Boston, Mass. 


Suits to Recover Taxes. 

The Columbus, Chicayo & Indiana Central Railroad Company 
has brought suit to recuver from the United States Collector of 
Internal Revenue about $57,000, which, it is claimed, has been 
erroneously assessed upon the company. The Columbus & 


Hocking Valley Company has brought a similar suit to recover 
about $6,000. 


Iowa Railroads, 


The Dubuque (Iowa) Times, after speaking of the recent sale 
of the Des Moines Valley road, makes the following comments 
on the condition of other Iowa roads : 

‘* The Central Railroad of Iowa seems to be fast reaching the 
condition of the Des Moines Valley. Its directors have just 
issued a circular to the bondholders, declaring that the earn- 
ings of the road for the past year were less than the cost of 
operating, and that, therefore, although they were compelled to 
one the April payment of interest upon the second-mortgage 

onds, they are now again compelled to pass the July interest 
upon the first mortgage. The floating debt is also more than 
$950,000, of which more than one-half, or $524,000, 1s for money 
advanced to pay previous interest. ‘They also declare that the 
road cannot be properly worked without a large increase of 
equipment; and that 33 miles of it 1s practically useless with- 
out the construction of 31 miles of new live, and means to pro- 
vide this must be provided. 

“The Dubuque Southwestern Railroad is only bonded for 
about $10,000 per mile, and although it has been thus far en- 
abled to pay interest upon its bonds, it has not for years, if 
ever, paid a cent in the way of dividend upon its capital stock. 
A surplus which it had on hand last year enabled 1t to pay the 
last installment of interest due on its bonds ; but it 1s exceed- 
ingly doubtful if it will be enabled to meet the next coupons 
due, and thus far, this year, it has been unable to pay its taxes 
in some of the counties. 

‘“* According to the best information we can get, the Chicago, 
Clinton & Dubuque and the Chicago, Dubuque & Minnesota 
present no greater indications of profit. The river competition 





keeps their schedules down to low rates, and their receipts, in 
comparison with their earnings, give no evidence of a balance 
on the right side. If they earn sufficient to pay running ex- 
penses and interest upon their bonds, for a few years to come, 
we apprehend that the directory will be weil satisfied. 

‘Even the Illinois Central reported the expense of its Iowa 
Division $40,000 more last year than its receipts, and the gross 
earnings o1 its Western Division are given at only $1,837.12 per 
mile—hardly enough to pay running expenses, to say nothing 
of rental and repairs. 

“The Davenport & St. Paul Railroad reports gross earnings 
of only $837.71 per mile, and, with its increased length, will not 
for some time earn enough to pay its taxes and the coupons on 
its bonds. 

Even the Sioux City & Pacific, with its government subsidy 
in bonds and lands, has not, we understand, paid a dollar of 
dividend to its stockholders. 

“The Burlington & Southwestern, the Chicago & Southwest- 
ern, the lowa Midland, the Sabula, Ackley & Dakota, and the 
Sioux City & St. Paul, are all in a condition other than profita- 
bie to their stockholders. Not one of them has paid a cen of 
dividend upon its stock.” 


Kansas Pacific. 


Tracklaying on the Arkansas Valley Branch, which is to ex- 
tend from Kit Carson, Col., soutuwest to Fort Lyon and 
Pueblo, was commenced J uly 26. ‘The work is said to be going 
forward rapidly. 


New Stock Yards near New York. 

The New Jersey Abattoir Company, which already owns a 
large place on the New Jersey. Central at Communipaw, is 
building a very large slaughter house on the meadows west of 
the Hackensack River, about three miles from Jersey City. The 
main building is to be 1,000 feet long and 150 Yeet wide, and 
there are several smaller buildings. fe is said that a track will 
be laid to connect with the Pennsylvania Railroad. 


Wisconsin, 


Mr. John W. Cary, one of the directors of this company, 
which was organized to take the St. Croix land grant and build 
the roads required, has written and published a letter explaining 
the cause of the delay to be the unreasonable and unwarranted 
requirements of the Governor of Wisconsin, who insists that 
the company shall forfeit $5,000 for every mile unfinished, the 
conditions being that they shall construct sixty miles by the 
17th of March, 1874, and forty miles each succeeding year, and 
refuses to make a contract which will leave the company free 
from obligation in case the land grant should turn out not to 
be at the State’s disposal. Though the company may grade 
and buy the iron for the first sixty miles, should they fail to 
have it in running order by March 17, they are liable to a for- 
feiture of $250,000. The company is willing and ready to deposit 
the necessary security and commence work at once, as soon as 
the Governor modifies his views. 


Hudson Suspension Bridge & New England Railroad. 

This company has already begun to make surveys for its 
bridge across the Hudson at Poughkeepsie. Engineers are 
making examinations of the river bed at that point. It is 
thought that the piers for the bridge can be built at a moder- 
ate cost, the nature of the ground being favorable. 


South Mountain. 


It is stated that this sompany has secured the capital needed 
for the completion of the road from parties in Boston and from 
the Pennsylvania Railroad Company. Work is being pushed 
forward, and it is expected that the grading from Harrisburg 
to Hamburg will be ready for the rails next spring. ; 

It is proposed to build a branch from Rehrersburg through 
age to Reading. This branch would be about 20 miles 
ong. 

The road is to extend from Harrisburg, Pa., northeast through 
Hamburg to the Delaware River, where it will connect with the 
South Mountain & Boston road in New Jersey. The section 


now under construction is from Harrisburg to Hamburg, about 
46 miles. 


The Pennsylvania Air Line to Washington. 

Trains are now running regularly on this line as now consti- 
tuted, that is over the Philadelphia, Wilmington & Baltimore 
road between Philadelphia and baltimore, and thence by the 
Union Tunnel and the Baltimore & Potomac road to Washing- 
ton. Three trains by this line leave New York daily, at 8:50 a. 
m., 3:20 and 9 p. m. 

Trains continue to be run as before over the old line by the 
Baltimore & Ohio road. 


Montclair. 


The appointment of the trustees by the Chancellorof New 
Jersey last week was the result of a compromise between the 
officers of the company and its creditors. It is stated that mat- 
ters are to be so arranged that the road can be completed to 
Middletown, N. Y., and permanently leased to the New York & 
Oswego Midland Company. It is difficult to see how anything 
can be done without a sale of the road. 





By itself the road is not a very valuable property. The upper 











portion passes through a mountainous and thinly inhabited 
country which can never give a large local traffic, while on the 
lower end of the line it is subject, at every point where there is 
likely to be much traffic, to competition from older roads. The 
road has already cost over $100,000 per mile,and considerable 
expendivure is still needed to complete it. 


New Jersey Southern. 


Some trouble was caused recently by the Pennsylvania Rail- 
road Company’s sending an excursion train from Philadelphia 
to ang Soe by way of Monmouth Junction and Farming- 
dale. The New Jersey Southern refused to take the train from 
Farmingdale to Long Branch, claiming that the sending the 
train by that route was a violation of the existing contract, by 
which all travel from Philadelphia and South Jersey to Long 
Branch was to be turned over to the New Jersey Southern at 
Pemberton Junction. It was also reported that, the contract 
being violated, the New Jersey Southern was freed from its 
agreement not to extend its road from Pemberton Junction to 
Camden, and that steps should be at once taken to build such 
extension. The dispute, however, has been adjusted, and mat- 
ters are preceeding as before. 


National. 


A meeting of the stockholders of this company was held in 
Trenton, N. J., July 28, to consider certain propositions made 
by parties in New York who are interested in the enterprise. 
The action taken by the meeting, if any, has not been made 
public. It is asserted by some of the stockholders that the 
pe ny dl is now in a prosperous condition and that work will 
shortly be resumed. 


Harlem River & Port Chester. 

Mr. H. G. Schofield, Engineer of the Harlem River & Port- 
Chester Railroad, received bids until Thursday of this week 
for the construction of a depot building 30 feet by 300 feet 8 
inches on the company’s wharf on the Harlem River, and also 


- eee 20 by 60 feet on the line of the road at Hunt's 
oint. 


Chicago & Michigan Lake Shore. 

It is announced that this company has failed to pay the July 
interest on its bonds, which were held chiefly in Boston and 
New England. The amount of bonds issued on the first of 
January last was reported at $5,250,000, and the net earnings on 
the part of the road operated, the average having been 170 miles, 
were $218,499.67, which is a trifle more than 4 per cent. on the 
bonded debt. A large share of the traffic of the road is lumber, 
which can only be carried at very low rates, on account of the 
competition on the lake, and much of the country on the line 
is thinly peopled, though growing. 


The Portland Company. 


A fire in this company’s locomotive andcar works in Port- 
land, Me., on the morning of July 26, destroyed a paiut shop 200 
feet long, a car shop, some smaller buildings, a quantity of 
lumber, and a considerable quantity of unfinished work, and 
damaging three locomotives two of which belonged to the In- 
tercolonial Railway. The President estimates the loss at $40,- 
000, and says that the car shops will be rebuilt in better sha 
and a better location, and that a dividend just declared will Be 
promptly paid. The Portland Company basin hand a con- 
tract for a very large number of lecomotives of standard 
genge for the Grand Trunk Railway, which will bardly be 

elayed by the fire, however, as the locomotive shops seem 
not to bave suffered from the fire. 


Green Bay & Lake Pepin. 

Work on the western end of the road from Merrillan, Wis., 
to Winona, Minn., is being pushed forward. The road will 
connect with the La Crosse, Trempealeau & Prescott about 
five miles from Winona, and arrangements have been made for 
the use of the track of that road into Winona. 


European Prices of Bonds. 

_ Frankfort dates of the 12th of July give the following prices 
in some of the leading money markets of American bonds, 
many of which are not quoted here. The prices are in gold, 
of course: In Frankfort: U. 8. 5-20’s of 68, 981; New York 
city currency 7's, 92; Alabama & Chattanooga 8's, 37j; Buffalo, 
New York & Philadelphia 7’s 58}; Cairo & Vincennes, 7's, 644 ; 
California Pacific 6's, guaranteed by the State of California, 
894; California Pacific 7's, 65; California Pacific Extension 7's, 
604; California & Oregon 6's, 68}; Central Pacific 6's, 833; 
Western Pacific 6's, 72 § ; San Joaquin Valley 6's, 684 ; Chicago, 
Burlington and Quincy 4}3’s, 69]; Chicago & Southwestern 7'a, 
71; Grand Rapids & Indiana 7’s, 90} ; Kavsas Pacific 7’s, 72: 
Lexington & St. Louis 6’s, 514; Missouri Pacific 6's, 683 ; South 
Pacific 6's, 61% ; Mobile & Ohio 7's, 81f ; New York & Oswego 
Midland 7's, 67) ; Oregon & California 7’s, 205 ; Rockford, Rock 
Island & St. Louis te (changed from 7s), 29; St. Louis & 
fputheastern 7’s,(593 ; Union Pacific, Eastern Division, gold 6's, 
663; Omaha Bridge 8’s, 81]. 

At Berlin on the 11th, Peninsular of Michigan was quoted at 
264; Port Royal, 44}. 

At Amsterdam on the 10th, Maxwell Estate was quoted at 34; 
Illinois Central, 91} ; Chicago & Northwestern shares, 73) (pre- 
ferred, doubtless); Chicago & Northwestern, Madison Exten- 
sion 7’s, 833; Chicago & Northwestern, Menomonee Extension 
7's, 814 ; Winona & St. Peter 7’s, 80; St. Paul & Pacific, issue 
of 1869, 303; St. Paul & Pacific, Vincent and Brainard Exten- 
sions 7's, 26] ; Atlantic, Mississippi & Ohio 7s, 543; Atchison 
Branch of Chicago & Southwestern 7’s, 34; Missouri, Kansas 
& Texas 7’s, 644 ; Milwaukee & St. Paul shares, 624. 


British Rail Exports. 


The returns of the British Board of Trade shows that the 
rail exports to the United States for June last were 18,016 tons, 
against 37,978 for the same month in 1872, and 44,919 tons in 
1871. The total rail exports for the same time were 72,692 in 
1873, 81,164 tons in 1872, and 103,052 tons in 1871. 

For the half year ending with June the exports of rails to 
the United States were 120,468 tons in 1873, against 259,011 in 
1872 and 244,784 in 1871. The total exports were 476,191 in 
1871, 448,042 in 1872 and 347,757 in 1873. We have thus taken 
less than half as many rails this as last or the year before, and 
our total imports would be only about sufficient for the track of 
1,200 miles of new iine, or the maintenance of about 17,000 miles 
of average old railroad. 


New York Oentral & Hudson River. 

The work on the new tracks is progressing rapidly. The 
grading is already completed for about 70 miles and it is ex- 
pected that 250 miles, or about five-sixths of the work, will be 
graded this fall. The tracks are to be laid with English steel, 
it is said, 60,000 tons having been purchased. 

Large additions are being made to the yards at Buffalo 
Rochester and Syracuse. At West Albany the new track will 
be laid some distance south of the shops and will be used 
for the passenger traine, the present tracks through the 
yards being kept for freight. The work is being done under 
the authority given by the general railroad law of New York 
State. To construct the cut-off, or short line by which 
the new tracks pass around instead of through Syracuse, a new 
company was organized under the law, which will construct 
the cut-off and then lease it to the Central. This was done in 
order to avoid any possible trouble which might arise. 

Ground was broken July 24 for the new Union depot for this 
road and the Lake Shore at Buffalo. The new depot, which 
will be of brick, and 261 feet in width with proportionate length, 
is on William street in the eastern part of the city. Mr. Henry 
Ramrill, of Buffalo, is contractor for the masonry, and Mr » 
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Joseph Churchyard for the carpenter work. The work is to be 
pushed forward as fast as possible. 


Staten Island & New Jersey Suspension Bridge & 
Railroad. 


This company was chartered by the last Legislature of New 
York and, it is said, is preparing to commence operations. The 

ian proposed is stated to be to cross the Kill von Kull from 
New Brighton, on Staten Island, to Constable’s Hook, on 
the New Jersey shore, by a suspension bridge of about 1,000 
feet span, and to run thence along the west shore of the bay 
to Jersey City. It is proposed to make the bridge 125 feet 
above high water and to provide a carriage way in addition 
to the railroad. From New Brighton the railroad is to run 
southward to Tottenville, where another bridge is to be built 
across Arthur Kill to Perth Amboy. . et 

The project of connecting Staten Island with Jersey City is 
an old one, but, we believe, has never before progressed so far 
as the organization of a company or the securing a charter. 
The incorporators of the present company are Henry G. Steb- 
bins, William A. Garner, John C. Green, William Butler Dun- 
can, Daniel Lowe, R. W. Cameron, J. H. Vanderbilt, Tompkins 
Westervelt, Amos Clarke, jr., Charles Butler, Charles K. Ham- 
ilton, Thomas Bond, Ricbard Patrick, William H. Pendleton, 
David W. Judd, John A. Austin, William H. Davidge, and James 
Guthrie Hamilton. 


Freight Rates Westward. 


A urge reduction in first class rates has been made, equiva- 
lent generally to about 25 per cent., making the rates trom New 
York 75 cents to Chicago, 49to Cleveland, 70 to Cincinnati, 
97 to St. Louis, 86 to Louisville, and $1.35 to Memphis. 
Philadelphia & Reading. 

Surveys are being made for a new line on the north bank of 
the Schuylkill from Norristown, the terminus of the Philadel- 
phia & Norristown Branch, to Perkiomen Junction, a distance 
of abont seven miles. The building of this line in connection 
with the extension (now under construction) of the Perkiomen 
road from, its present terminus at Green Lane to Emaus on the 
East Pennsylvania road, will give the company another line to 
Reading entirely distinct from the present road. 


Cleveland, Columbus, Cincinnati & Indianapolis. 
Reports have been current in New York that this company 
would pass its usual semi-annual dividend. The dividend 
has, however, been declared, as usual. The reports are said to 
have originated with parties in the Atlantic & Great Western 
interest who are trying to secure sufficient stock to control the 
road and vote in favor of a lease to that company. It is also 
gaid that these parties have been able to secure only 53,000 out 
of 150,000 shares. Under the present law of Ohio no agreement 
for lease or consolidation can be made without the assent of 
two-thirds of the stock. We noticed last week the loan which 
the Atlantic & Great Western brought out for the purpose of 
securing a majority of the stock, in the announcement of which 
it was stated positively that agreements had been made for 
securing such a majority. With a majority of sbares in the 
possession of the Atlantic & Great Western Company, the other 
will not need to lease the road, but can work it with its own 
officers, and to suit its own purposes. If these purposes do not 
coincide with the desires or interests of the ‘‘ Bee Line” stock- 
holders, the minority will find it hard to help themselves. 


Delaware, Lackawanna & Westera—Morris§& Essex Di- 
vision. 

The report that a contract had been let for the new road 
through Bergen Hill is contradicted. It is said that there will 
be some difficulty about obtaining the right of way, as owners 
of property ou the hill which will be required for the road have 
already put an exorbitant price on their land. The land will 
probably have to be condemned, and, in any case, it wiil be 
some mouths before the question of right of way can be 
settled. 


Lake Shore & Michigan Southern. 

This company’s sinking fund loan of $6,000,000 has been all 
disposed of, nd the proceeds will probably enable the company 
to complete the contemplated improvements. It is worthy of 
note that this loan, which is not secured by morigage, and 
bears only the usual interest of 7 per cent., sold readily at 94. 
Evidently there is still money for investments in which in- 
vestors can have perfect confidence, and no property is so sure 
to pay interest as one which earns net two or three times the 
amount of its obligations. 


Wisconsin Central. 

All the towns oa the line of the road from Stevens’ Point 
south to Portage have voted the aid asked from them, and it 
is thought that work will soon be begua on that section of the 
road, which will be about 70 miles long. It will be a brangh 
from the main line. 


La Orosse Bridge. 

Mr. Autheny Joues has been appointed Engineer to make the 
necessary surveys and to prepare plans and specifications for 
the bridge across the Mississippi at La Crosse, Wis. The sur- 
veys are to be commenced at once. 


Portsmouth, Great Falls & Oonway. 

At the annual meeting, held in Portsmouth, N. H., July 15, the 
stockholders voted to accept the act recently passed by the New 
Hampshire Legislature authorizing the construction of a con- 
nection with the new Portsmouth & Dover road. It was also 
voted to increase the capital stock by $150,000. 


Dividends. 

The Portland Company, at Portland, Me., paid a dividend of 
5 per cent., August 1. J ; es ; ; 

The Cleveland, Columubs, Cincinnati & Indianapolis Railway 
Company has declared the usual half-yearly dividend of 34 per 
cent., payable August 15. 


Chesapeake & Ohio. 
This company has made an arrangement with the “‘ Clyde 
line” of steamers, which run between Richmond and Boston 
and Providence for carrying freight to and from the railroad. 
The same vessels of the same line of steamers connect the rail- 
road with Philadelphia and ‘‘ Old Dominion ” line to New York. 
Through bills of lading are given from Boston, Providence, 
New York and Philadelphia by way of these steamers, the 
Chesapeake & Obio Railroad and Ohio River steamboats to ail 
points on the Obio and Mississippi below Huntington, and also 
to Nashville, and the railroad company hopes to cultivate in 
this way a considerable through traffic in cotton, tobacco, etc. 


Grand Rapids & Indiana. 

At the annual meeting of this company in Grand Rapids, 
Mich., recently, it was stated that but $200,00u of the $1,250,000 
equipment bonds authorized last year had been issued, and 
that, owing to dissatistaction, the Contiaental Improvement 
Company had bought them in and proposed to turn them over 
to the railroad company, taking the equipment in lieu thereof, 
provided the stockholders agreed. The stockholders approved 
this action. It was stated that there were 996 freight cars on 
the road, and that a large increase in equipment was needed. 

It is expected that the road will reach Little Traverse Bay, 
the end of the land grant, by October 1. 


Petersburg. 
A number of the stockholders of this company have filed a 
bill in the Circuit Court at Richmond, Va., asking for an injunc- 


. 


tion to restrain the President, Reuben Ragland, from continu- 
ing to manage the road, and also for the appointment of a re- 
ceiver to take possession of the road and operate it. The bill 
alleges that the persons now in poss ssion of the road voted 
themselves $250,000 as back dividends on stock which they 
claimed toown, and an annual salary of $12,000 to Ragland as 
President. It also charges misappropriation of the proceeds 
of bonds amounting to $500,000, for building the branch road 
from Petersburg to City Point, and demands from defendants 
a full explanation of these operations in connection with the 
8 > og of the road. The case will be heard on Friday of 
next week. 


European & North American. 
It is said that the contract between this company and the 


Eastern and Maine Central combination was signed in Bangor, 
Me., last week. 


New York, Boston & Montreal. 

Work on the New York and Boston Division is said to be pro- 
gressing steadily, and the company hopes to have the line from 
High Bridge to East Tarrytown open for local travel by Sep- 
tember 1. Aline of steamers will be put on to run from High 
Bridge to Wall street, New York, landing at several places. 

Work has been begun on the repair shops at East Tarrytown. 


The Boston & Maine and Maine Central Controversy. 

Mr. N. C. White, President of the Boston & Maine Company, 
caused to be served upon the President of the Maine Central, 
July 17, a formal notice, demanding that the latter company 
should designate a point where connection should be made with 
the Boston & Maine road, and also that the same facilities for 
exchange of cars, and for billing through freights, ticketing 
passengers and checking baggage through to or from stations 
on the Maine Central should be granted to the Boston & Maine 
as are now given to the Eastern road. In default of compli- 
ance with this demand, the Boston & Maine Company threatened 
to make the connection, and if resisted by force to commence 
legal proceedings at once and to demard damages. 

In reply, President Morrill, of the Maine Central, sent a long 
letter refusing to make the connection, or grant the facilities 
demanded. The letter goes over the whole mange | of the con- 
troversy between the companies, and charges the Boston & 
Maine with having heretofore demanded extortionate rates on 
Maine business. 

Orders have been given to the Maine Central agent at Port- 
land to resist, by force, any attempt to cut the tracks of the 
road for the purpose of making a connection with the Boston & 
Maine. 


Missouri, Kansas & Texas. 

This company’s lines are now divided for operating purposes 
into six divisions as follows : the Missouri Division, from Han- 
niba)l, Mo., to Sedalia, 142 miles ; the Sedalia Division, trom 
Sedalia, Mo., to Parsons, Kan., 159 miles; the Cherokee Divi- 
sion, from Parsong, Kan., to Muskogee, Ind. Ter., 117 miles ; the 
Choctaw Division, from Muskogee to Denison, Tex., 156 miles ; 
the Neosho Div.sion, from Parsons, Kan., to Junction City, 15€ 
miles ; and the Osage Division, from Holden, Mo, to Paola, 
Kan., 54 miles. The first four divisions constitute the main 
line. 

Itis said that the company is about to erect extensive 
slaughter houses at Denison, Tex. From that place a fast line 
of refrigerator cars will be run to convey the beef to New 
York and other Eastern cities. It is expected that a train will 
leave Denison every other day. 


Des Moines Rapids Improvement. 

At the recent opening of proposals for the excavation and 
embankment and construction of the embankment wall of the 
guard lock and canal and the channel at the entrance to the 
canal now in process of construction arcund the Des Moines 
Rapids, at the United States Engineer’s office in Keokuk, Ia., 
Ju y 21, seven bids were received. The amount of the bids 
ranged from $176,200 to $302,550, the lowest bidder being L. I. 
Hine, of Keokuk. The amount appropriated to be expended 
this year is $400,000. The contract has not yet been awarded. 
Pennsylvania Petroleum. 

It is said that the Atlantic & Great Western Company, which 
now leases the road, will soon resume the work, which has 
been suspended for some time, owing to misunderstandings 
with the contractors. The Titusville (Pa.) Herald thus de- 
scribes the course and present condition of the road : 

* The road, when completed, will start from Erie and run 
southwesterly through a fine agricultural country to Edinboro 
and thencs to Cambridge, on the Atlantic & Great Western, 
along which road it will run parallel in an easterly direction to 
a point near French Creek. From here it will start in a south- 
easterly direction to Titusville, passing through Little Cooley, 
Clappville, \ewton’s Mills and Hydetown. From Titusville it 
will run parallel with the line of the Dunkirk, Warren & Pitts- 
burgh road to the Johnson House, where it wili cross the above 
line and continue its easterly course to Enterprise. Here it 
will branch off, one line running northeasterly to Tidioute and 
the other southerly through Pleasantville to Pithole, where it 
will form a junction with the Pithole Valley road, which is now 
the property of the Atlantic & Great Western Company. A 
cousiderable portion of the road is already graded and ready 
for the ties. Several miles of track are laid from Cambridge 
south. Most of the bridges are either completed or commenced 
between Cambridge and Pithole, and the entire road could with 
a limited force be placed in running order in six months.” 


Chippewa Falls & Western. 

This company has filed its articles of incorporation with the 
Secretary of State of Wisconsin and proposes to build a branch 
line 12 miles long from the West Wisconsin road at Eau Claire, 
Wis., to Chippewa Falls. The capital stock is $160,000. A large 
part of the stock is subscribed and work is to be begun at once. 


St. Joseph Bridge. 


Colonel E. D. Mason, Chief Engineer, has just completed a 
survey of the Missouri River jrom the St. Joseph Bridge north 
to the rock bluff below Belmont, a distance of over four miles, 
with a view of ascertaining what further work in the river will 
be necessary to fully protect the bridge against even the possi- 
bility of a cut-off through the Elwood bottom opposite St. 
Joseph. As soon as the necessary maps illustrating the situa- 
tion are prepared, they will be forwarded to the War Depart- 
ment for its information and approval. Until this is obtaimed, 
nothing definite can be stated as to the future operations, It 
is thought that the necessary protection-cau be obtained at a 
comparatively small cost. 


| Tola & Arkansas River. 


This company, recently organized at Iola, Kan., proposes to 
build a railroad trom Iola westward through Woodson, Green- 
wood, Butler and Sedgwick counties to the Arkansas River, a 
disiance of 120 miles. The section from Iola to Kalida, 20 
miles, is to be built at once, The capital stock is $2,000,000. 
People’s Narrow Gauge. 

Mr. Estes, the Chief Engineer, makes the following report 
of the route surveyed for this road: ‘‘ Commencing at Daven- 
port on the west bank of the Mississippi, thence in a westerly 
direction up Blackhawk Creek to Biue Grass village in the cen- 
ter of the coal mines, thence to Wilton where it crosses the 
Chicago, Rock Island & Pacific road, thence through Tipton to 
Cedar Bluffs or Groves’ Ferry, where the line crosses the Cedar 
River ; thence to Solon, thence to’ Western, thence to Fairfax, 





thence to Norway, where the line crosses the Northwestern 
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Railroad ; thence northwesterly up Mud Creek to the summit 
lands, thence down the west branch of Salt Creek to the junc- 
tion with the west fork, then up the west fork to the summit 
land; thence down Crystal Creek to Deer Creek, thence up that 
creek on the east side of Union Grove to its source ; then across 
Wolf Creek into Grundy County in a northwesterly direction 
passing about half a mile northeast of Willhelm’s Grove to Black- 
hawk Creek up to its source, and across to the south fork of 
Beaver Creek ; then up the creek, crossing the Central of lowa 
at Abbott; then in a westerly direction to Iowa Falls, making 
the distance 179} miles, having but one bridge of much impor- 
tance, that is at the crossing of the Cedar River ; no rock cut- 
ting ; with a maximum grade of 53 feet to the mile, a remarka- 
bly cheap line for the distance.” ‘ 


Pacific Mail. 


The board of directors having obtained an opinion from 
counsel to the effect that the company possessed power to 
issue bonds under a mortgage of its property real or personal, 
at a meeting held in New York, July 24, appointed the Presi- 
dent a committee to draw up a plan for an issue of bonds, and 
to submit the same to the board. The President was also 
authorized to borrow a sum sufficient to meet present needs. 

It is understood that the bonds to be issued will bear 7 per 
cent. interest in gold. 


Northern Oolonization. 

A dispatch from Montreal, Canada, states that the contract 
for the construction of this road has been let. The whole 
amount is $4,220,500, or $20,750 per mile, exclusive of extra 
work. The contractor is a Mr. Abbott. 


San Francisco & North Pacific. 

It is proposed to extend this road from its present southern 
terminus at Donahue, on Petaluma Creek, 34 miles (by water) 
from San Francisco, southward to San Rafael, a distance of 
about 15 miles. Mr. Donahue, the owner of the road, has ex- 
pressed his willingness to make the extension, provided the 
citizens of San Ratael will raise $125,000. The present length 
of the road from Donahue north to Cloverdale is 56 miles. 

Los Angeles & Santa Monica. 

It is proposed to build a narrow-gauge road from Los Angeles. 

Gal., west 14 miles to Santa Monica. It is said that the roa 


can be very cheaply constructed and that a good landing can 
be made at Santa Monica. 


Milwaukee & Nashua. 


This company has filed articles of incorporation in Minne- 
sota. That portion of the road in that State is to extend from 
the Iowa line in Fillmore County northeast to the Mississippi 
in Houston or Winona County. There may also be a branch to 
La Crosse. The capital stock of the company is to be $5,500,000. 
Its principal office is in Nashua, Chickasaw County, lowa, and 
the incorporatots are E. P. Greeley, Andy Felt, S. L. Eastman, 
Wm. B. Perrin and C. A. Greeley. 

La Crosse Bridge. 

By the contract made with the Bridge Company by the Re- 
ceiver of the Southern Minnesota road and approved by the 
United States District Court, the toll to.be paid 18 34 cents per 
100 pounds. When the tonnage exceeds 110,000 tons per year 
passing over the bridge, the toll is.to be gradually reduced 
until 600,000 tons pass in one year, when the toll is to be fixed 
at 14 cents per 100 pounds. By this contract the Bridge Com- 
pany agrees to begin work in three monthe and complete the 
bridge by May 1, 1875. 

The final surveys are to be made at once, and the specifica- 
tions made preparatory to letting the contract. 


Laurens & Asheville. 


A meeting was recently held in Charleston, S. C., to take 
action to secure the early commencement of work on this road. 
It is to extend from Laurensville, 8S. C., north to Asheville, 
N. C., about 60 miles. 


Decatur & East St. Louis, 


The Board of Supervisors of Macon County, Ill., has ordered 
suit to be commenced to recover $100,000, subscribed by the 
county some time since to the stock ot the Decatur & East St. 
Louis Company, on the ground that the company has not com- 
plied with the terms of the subscription. This course taken by 
the board is said to be generally regaided as an attempt to re- 
pudiate the debt of the county. 


Southern Minnesota. 

La Crosse (Wis.) papers charge that the present management 
of the road by the Receiver is such us to drive business away 
from the road, and reduce the trafiic to the lowest possible 
point. It will not bear much reduction. 


Oarthege Branch. 


This projected road is to extend from Carthage, Tex., north 
about 30 miles to a connection with the Texas & Pacific at Was- 
Rom or Marshall. Efforts are now being made to raise money 
for the road. 


Evansville & Louisville. 


A company has been organized in Evansville, Ind., to build 
a railroad from that place to Louisville, Ky. Mr. William 
Heibman, of Evansville, is President, and George M. Priest, of 
Henderson, Ky., is Vice President. 


Chicago, Augusta & South Atlantic. 

Meetings have been held in Chicago in the interest of this 
company, which Lg. Tor to connect Chicago with Augusta, 
Ga., by a direct line of railroad. It is proposed to use sume 
existing lines and to construct so meek road as is needed to 
fill up the gaps between roads now built. There is a continu- 
ous line already able to carry four times the traffic it gets, and 
a new one would find it hard to live, doubtless, 


THE SCRAP HEAP. 
Railroad Manufactures. 

The Brooks Locomotive Works at Dunkirk, N. Y., recently 
turned out a new locomotive called the ‘Jay Gould” for the 
New Jersey Southern road, having 17x24 inch cylinders and 
driving wheels 5 feet in diameter. This locomotive, which iy 
intended for pomeg service between Sandy Hook and Long 
Branch, is described as being very finely finished and orna- 
mented. The cylinder casings, the dome casing, the bell and 
bell columns, the jacket bindings, and all the small brass work 
inside the cab are nickel plated. Wherever possible the iron 
work is polished, and the front of the smbke-box is ornamented 
with a head-piece representing a surf-bathing scene. The cab 
is of black walnut, finely finished» and the ainting on the 
engine is very fine. The tender is painted black, with the New 
Jersey State arms on either side, and the name of the road in 
gold letters on the wings of the tank. 

The Brooks Locomotive Works now employs about 450 men, 


and turns out seven locomotives a month, with a large number 
of orders on hand. 


Fast Time. 


It is reported that the special train on the Baltimore & Ohio 
road which carried the fire engines sent from Washington to 
the Baltimore fire last week made the distance between the two 
stations, 39 miles, in 35 minutes, which is at the rate of 67 miles 
per hour—greater speed than we have seen reported before, 
and one that will hardly be believed in on the authority of a 
mere newspaper report. ’ . 
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